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Square Deal’’ Legislation ‘t‘ Next Session ”’ 
W HEN in November of last year the railway companies 
submitted their memorandum to the Minister of 
fransport urging the repeal of the existing statutory 
regulation of charges for the conveyance of merchandise 
by railway, and asking that the railways, like other forms 
f transport, should be permitted to decide their charges 
and conditions of carriage, the whole matter was put 
forward as one of urgency, and the then Minister of 
lransport, in submitting the railway case for the considera- 
tion of the Transport Advisory Council, indicated his in- 
clination to the view that in existing circumstances there 
was prima facie a case for some material relaxation of 
existing statutory regulations. The Minister emphasised, 
however, that regard was to be had to the ultimate objec- 
tive of the co-ordination of all forms of transport, and in 
fact much of the time occupied by the deliberations of 
the Transport Advisory Council was devoted to the co- 
ordination aspect, and to various agreements effected be- 
tween the railway companies and other forms of transport. 
After four months of intensive inquiry, the Transport 
\dvisory Council’s report was made to the Minister on 
\pril 4 last and was issued to the public on May 19. In 
view of the large measure of agreement which had been 
secured, the view was widely held that the appropriate 
legislation to implement the council’s recommendations 
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would be introduced almost immediately, and there was 
widespread disappointment when Captain Euan Wallace, 
the new Minister of Transport, announced in the House of 
Commons on May 24 that it was the intention to intro- 
duce the legislation “‘ as soon as possible next session.”’ 
In some quarters it was felt that this phrase might be 
interpreted as meaning immediately after the summer 
recess, but in point of fact the re-assembly of Parliament 
in October is not ‘‘ next session ’’’ but constitutes the re- 
mainder of the present session. Had it been possible for 
the proposed legislation to take the form of a Private Bill, 
this would have needed to be deposited by November next 
for consideration in the spring of next year, but, as any 
““ square deal ’’ legislation is intended to be introduced as 
a Government measure, it is possible that there may be 
a delay of many months before the text of the Bill is 
available—possibly March of next year, unless a change of 
Government should delay matters further. 


* * * * 


The Week’s Traffics 

The week of 1938 with which the past week compares 
included the Whitsun Monday takings, and the passenget 
train receipts of the four main-line companies for the 23rd 
week of 1939, as the first table shows, are down, but 
merchandise and coal earnings mark increases in com- 
parison with the 23rd week of 1938. 


23rd Week Year to date 





——e 
Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 
a £ £ % 
L.M.S.R. — 65,000 + 137 000 71,000 + 142,000 — 108,000 —0-40 
L.N.E.R. ‘ — 46,000 + 75,000 78,000 + 107,000 — 201,000 —1-00 
G.W.R. ; - 8,000 75,000 38,000 105,000 157,000 +1-39 
Sm. k — 32,000 10,000 + 6,000 — 16,000 37,000 +0-42 


Two ordinary weeks in 1939 and 1937 are compared in 
the following table :— 





23.d Week Year to date 

Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

£ £ f % 
L.M.S.R. 5,000 — 2,000 6,000 9,000 — 634,000 2-28 
L.N.E.R. - 4,000 — 9,000 24,000 11,000 — 513,000 —2-51 
G.W.R. + 3,000 6,000 — 3,000 6,000 — 24,000 —0-21 
ee 7 + 1,000 — 3,000 — 2,000 — 4,000 5,000 +0-06 


In comparison with the first 23 weeks of 1937 the earnings 
of the four companies to date in 1939 show decreases of 
£217,000 on the passenger side and of £1,127,500 in 
merchandise, but an increase of £178,500 from the coal 
class. 
* * * * 

Publicity Cup for Mr. Frank Pick 

London Transport advertising must strike the most 
casual or jaundiced straphanger as distinctive. Its debt 
in this respect to Mr. Frank Pick, Vice-Chairman of the 
board, was publicly acknowledged in a ceremony at the 
Mansion House on Wednesday (reported on page 995), 
when Mr. Pick was presented with the Publicity Club 
Cup awarded by the Publicity Club of London for dis- 
tinguished service to advertising. The cup was handed 
to Mr. Pick by Sir Frank Bowater, Lord Mayor of London, 
who is President of the club. Mr. Pick first infused his 
personality into large-scale London advertising as head 
of the Publicity Department of the Underground group 
of companies, in which sphere his success led to his ap- 
pointment as Commercial Manager. When, in 1921, Mr. 
Pick was made an Assistant Managing Director of the 
Underground group, our issue of February 4 of that year 
described him as ‘‘ not merely one of the most brilliant 
of our younger generation of railwaymen, but incidentally 
notable for having done very much to make railway ad- 
vertising a really fine art.’’ Throughout his later and 
higher appointments, Mr. Pick has remained a guiding 
force behind the publicising of London transport facilities, 
as exemplified by the honour now done him. 
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Great Western of Brazil Railway Co. Ltd. 

In 1938 ton-kilometres of goods reached the record figure 
of 110,190,281, with an increase in currency receipts for 
goods traffic of 8°84 per cent., and the number of pas- 
sengers was the highest since 1921. The average rate 
for conversion of the milreis into sterling dropped, how- 
ever, from 2-97d. to 2:70d., and the final result of the 
year’s working, after allowing for exchange differences, 
debenture interest, &c., was a deficit of £99,357. Cane 
and sugar carryings accounted for the increase in tonnage, 
and goods receipts in currency were the highest since 1929. 
Successful steps were taken to combat road and water 
competition. 

1937 1938 
1,758 1,758 
3,163,203 3,267,634 
1,148,985 1,392,003 


Kilometres open 
Passengers 


Tons of goods 


lon-km., goods and livestock 105,905,090 114,499,103 
Operating ratio, per cent 99 -27 95-58 
} 4 
Passenger receipts 113,066 99,731 
(;oods receipts 295,476 294,776 
Gross receipts 140,555 420, 858 
Working expenses 437,354 402,258 
Net receipts 3,201 18,600 


Necessary repairs to rolling stock heavily increased ex- 
penses in currenc\ 
* * * 

Overseas Railway Traffics 

Che Central Argentine shows an increase of £16,335 in 
its traffic receipts for the 50 weeks of the current year. 
A fortnight ago it had a decrease for the year to date 
of £47,591. On the Buenos Ayres Western the improve- 
ment in traffics for the past two weeks has amounted to 
£15,013, and the corresponding advance by the Buenos 
Ayres & Pacific has been £14,949. <A lower rate of ex- 
change has had its effect in reducing the sterling increase 
on the Central Uruguay to £2,966, but receipts in currency 
are still $367,381 up. 


o. of Weekly I r Aggregat Inc. or 
Week Traffics Decrease Traffic Decrease 
‘ 4 4 ‘ 

Buenos Ayres & Pacific 50th 88,15! 8,498 4,426,120 + 22,019 
Buenos Ayres Great Southern s0th 119,355 7,692 7,132,568 277,541 
Buenos Ayres Western 50th $3,797 7,507 2,319,665 73,015 
Central Argentine 50th 131,405 29,832 5,953,715 + 16,335 
Canadian Pacific 22nd 478,400 22,400 10,789,200 4 84,600 
Bombay, Baroda & Central India 9th 288,675 4,209 1,614,000 — 55,275 


On the Canadian Pacific during the last fortnight a de- 
crease of £40,800 in gross earnings has been converted into 
an increase of £84,600 
* * * * 

The Prestatyn Holiday Camp 

When the fertile brains of a railway company and a 
tourist agency get together for the purpose of contriving 
a holiday camp, the result may be expected to fear com- 
parison with none. Here there will be no niggardly land- 
ladies, and no unspecified solid objects in the tapioca 
pudding. Young romance will blossom untroubled by the 
acid commentaries of boarding house wallflowers, and 
silver-headed age, no longer worrying over where the 
money for the ticket home is to come from, will nod 
reflectively in the long, cool twilight hours over its col- 
lection of ‘‘ save-to-travel ’’ stamps. May it be ever thus 
at Prestatyn, North Wales, where the chalet village 
founded by the joint enterprise of the L.M.S.R. and Thos. 
Cook & Son Ltd. is to be formally opened on June 22. 
For commercial details of the scheme, readers are referred 
to our issue of August 12, 1938; at the present juncture let 
us dwell only upon such matters as the street names in 
this sea shore city—like Anchor Walk and Atlantic Drive— 
and the curtains in the chalet windows patterned to incor- 
porate flags of the international signal code. Advance 
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bookings already justify confidence for the success « 
new venture in a holiday facility of proven popularit 


* * * * 


Catering for Civic Pride 

The new Talybont reservoir, built to serve the ne 
Newport (Monmouthshire), is now practically filled 
water and its 2,567 million gallons make an im; 
sight. This reservoir is situated in Glyn Collwn an 
been formed by damming the River Caerfannell, 
runs from the Brecknock Beacons through Talybont vi 
to join the River Usk at Llansantfread, six miles ea: 
Brecon. The works were begun in August, 1932, and ¢ 
six years to complete; they are naturally the caus 
much civic pride in Newport, where the citizens dou! 
desire in large numbers to see their new reservoir. 
of the best views obtainable is from the railway, an 
G.W.R. has therefore arranged special half-day sights 
excursions every Thursday and Saturday from Thu 
of last week (June 8) until July 27. When the 
emerges from Torpantau tunnel, an impressive and 
turesque view is presented. The train travels dow 
seven-mile bank to Pentir Rhiw and then alongside 
above the 320-acre reservoir to Talybont-on-Usk, afford 
passengers an unrivalled opportunity of viewing a miniat 
inland sea set 620 ft. above sea level amidst sy! 
beauties. The enterprise of the G.W.R. has been furt 
exemplified by the preparation of an informative excur: 
handbill giving many useful figures and descriptive p 
ticulars. 

* oa * 2 


Two Northern Centenaries 

On June 18, 1839, the Newcastle & North Shields Ra 
way was opened from a temporary terminus at Newcast! 
almost on the site of the present Manors station, to t 
seaport 74 miles away near the mouth of the Tyne. 1 
line was sanctioned by Parliament in 1836. The origin 
rails were laid on longitudinal sleepers, and there wi 
notable timber viaducts at Ouseburn and Willington, c: 
signed by the brothers Green. One of the objections 
the construction of the railway was made by the Tyn 
mouth boarding-house keepers, who said that no New 
castle business man would take rooms if he could go 
down by train, bathe, and be home in time for breakfast 
In 1845 the line was absorbed by the Newcastle & Berwick 
Railway, which used the Heaton—Manors section as pat' 
of its main line, extended the tracks from the ‘* tempo! 
ary ’’ terminus to the Central station in 1848, and in 
March, 1847, opened the eastward extension from Nort 
Shields to Tynemouth. The Brandling Junction Railway 
the Act for which (6 and 7 Wm. IV c. 57) received thi 
Royal Assent on June 7, 1836, also was ceremoniousl; 
opened on Waterloo day, 1839, between South Shields 
and Monkswearmouth. The 14-mile Redheugh—Gateshead 
section was opened on January 1, 1839, but a passenger 
service over the most important section from Gatesheac! 
to Brockley Whins did not begin until September, 1839 
Later in the same year the reconstructed Tanfield waggon 
way was reopened to horse-drawn mineral traffic. Thi 
B.J.R. was absorbed by the Newcastle & Darlington 
Junction Railway in 1845. 


New York Transit Unification 


Complete municipal ownership and operation of all th 
‘ rapid transit ’’ railways in New York is an old-standing 
political scheme, and events of the past few months have 
brought it appreciably nearer realisation. In an editorial 
article we published on September 23 of last year, we 
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ewed the position and also referred to the intention to 
iolish the elevated railway structures. Since that time 
the Sixth Avenue elevated line of the Manhattan Railway 
Company has been sold at foreclosure (on October 13), 
ed (on December 4), and dismantled. The city unifi- 
ion plan was approved in the New York municipal 
tions last. November—when a point was made of the 
niention to retain the 5-cent fare—and in December New 
York City bonds to the extent of $40,000,000 were sold 
the Chase National Bank group to assist in financing 
purchase of the underground railways. At the end of 
february of the present year agreement was reached with 
Brooklyn-Manhattan Transit Corporation, which is 
ell its properties for $175,000,000 in New York City 
r cent. bonds, a higher figure than had been expected. 
Negotiations are still in progress with the Interborough 
Kkapid Transit Company and the Manhattan Railway 
(ompany, but in December last the Manhattan Chairman 
mated that these two concerns would jointly receive 
to 30 per cent. more than the B.-M.T. 





* * * * 


Retrenchment in France 
\s is set out in detail on page 995 of this issue, the 
939-1940 French timetables, introduced on May 15, show 
severe cuts in long-distance train services, additional to 
se imposed in the middle of last winter. Again it is 
high speed or ‘‘ luxury ’”’ services that suffer most. 
ie last of the two-hour railcar services between Paris 
d Havre—which at one time numbered four in each 
direction daily—have been withdrawn, and the best time 
offered, with steam, is 2 hr. 30 min. down and 
2 hr. 24 min. up, for the 141-5 miles. Similarly the ex- 
P.L.M. streamlined steam train which has provided a fast 
ning service from Paris to Lyons, and an evening ser- 
e from Lyons to Paris, has been taken off. Over other 
iin routes of the S.N.C.F., combinations into one train 
pairs of expresses which hitherto have run from 1} to 
hr. apart results in a substantial reduction of facilities, 
and cancellation of such an express as the 10.5 a.m. from 
Paris to Brest leaves a gap in the Paris—Brest service 
from 8.35 a.m. to 4.5 p.m. It is only on the South- 
Western Region lines that better conditions prevail, and 
not only are there no important withdrawals, but com- 
pletion of the electrification between Paris and Bordeaux 
has made it possible further to accelerate what was already 
very fast service. The Sud Express now runs from 
Paris (Quai d’Orsay) to Bordeaux, 3624 miles, in 5 hr. 
39 min., which represents a speed of 64-1 m.p.h. for the 
v hole distance, stops included. 


* * * * 


Engineering Activities in South Africa 

At the annual conference of South African Railways 
System Engineers, held in Johannesburg on March 22 
ind 23, under the chairmanship of Mr. J. M. Greathead, 
Chief Civil Engineer, the following were, perhaps, the 
nost interesting developments discussed. A new type 
f steel sleeper is to be placed in the track on trial; it 
s, apparently, flat in shape and has square ends, and 
ail fittings of a new pattern. Several of the system 
engineers stated that they had found it economical to 
erind down the noses of new 96-lb. crossings and build 
them up again by welding before putting them in the 
track for the first time. One mile of track in Natal is 
to have continuous rails throughout, sets of three 40-ft. 
ails being flash-butt welded together to form 120-ft. 
lengths in shops, and the 120-ft. lengths are then to be 
[hermit welded in situ. These mile-long 96-lb. rails will 
be laid in cast-iron chairs on selected sleepers, and to the 
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under side of the sleepers two continuously-welded ballast 
rails will be secured head-downwards by means of special 
clamps. These inverted rails should greatly add to the 
lateral stiffness of the track and successfully counteract 
any tendency towards buckling, but the cost of such 
elaborate arrangements must tend to counterbalance the 
advantages of long welded rails. 


* * * * 


Braking of High-Speed Trains 

Quite the most important factor to consider when start- 
ing a train is the ability to stop it—no easy matter when 
the speed has reached the 95-100 m.p.h. level of modern 
super-speed passenger trains. A train running at 100 
m.p.h. cannot be stopped in much less than 3,900 ft. with 
brakes governed by the adhesion between a steel wheel 
and the rail, and unless electrically-controlled air brakes 
giving an initial force of the order of 200 per cent. of 
the braked weight are used, the stopping distance is more 
likely to be about 4,500 ft. The German streamlined steam 
trains are required to stop from a speed of 94 m.p.h. 
in a distance of 3,900 ft. As a delay of only one second 
between the movement of the driver’s brake valve and 
the availability of full pressure means an addition of 
146 ft. to the stopping distance from a speed of 100 m.p.h., 
electric control appears essential, and it should be supple- 
mented by a retardation controller to reduce the braking 
force with decreasing speed, thus counteracting the increase 
in the coefficient of friction between block and _ tread, 
and preventing wheel slide. Initial braking forces of 250 
per cent. at 95-100 m.p.h. are used regularly in conjunc- 
tion with such controllers, and valves up to 330 per cent. 
have been tried experimentally. It is quite practicable 
to use a retardation force of 250 per cent. down to about 
70 m.p.h., and that such values are necessary may be 
gauged from experiments which showed that if the initial 
braking effort were reduced from 175 to 100 per cent. 
the stopping distance from a speed of 100 m.p.h. was 
increased by 1,650 ft. 


* * * * 


‘Absurd and Lovely ’’ 

A correspondent lately drew our attention to Mr. A. G. 
Macdonell’s book ‘‘ England, their England,’’ in which 
the author indulges in some banter at the expense of the 
former Great Central Railway. ‘‘ A dreamer among rail- 
ways, a poet, kindly and absurd and lovely,’’ he calls 
it. One of his characters, Donald, goes to Marylebone 
‘* quietest and most dignified of stations,’’ and there takes 
a ticket to Aylesbury. The station staff at Marylebone 
treat Donald with elaborate courtesy—their manners are 
of the feudal kind which nowadays is found only in the 
land of the Magyar and the Pole. Having settled his 
traveller in a train bound Aylesbury-wards, the author 
proceeds to describe the Great Central, or, rather, the 
London Extension thereof, in the terms one might use 
to describe an Irish line of the now familiar joke variety. 
It runs, he says, to places that ‘‘ do not need a railway, 
that never use a railway, and that probably do not yet 
know that they have got a railway.’’ Whatever indig- 
nation may be felt by those who know the Great Central 
in its more northerly latitudes, we feel that the author 
reflects the attitude towards it felt until recently by many 
Londoners. ‘‘ Until recently ’’ we say, because in these 
days Marylebone is taking on more of the L.N.E.R. atmo- 
sphere. An electric sign announces its position and nature 
to those not ‘‘ in the know,’’ and when at night it is 
besieged by North-East Coast traffic diverted from King’s 
Cross, it is barely recognisable as Mr. Macdonell’s gentie 
Elysium. 
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The Mile-a-Minute Standard 


ig is hardly open to dispute that the most beneficial 

of railway accelerations are those which affect com- 
plete train services rather than selected trains only, and 
therefore benefit the largest possible number of railway 
travellers. To the Great Western Railway belongs the 
credit of first having demonstrated in Great Britain the 
practicability of mile-a-minute schedules over long 
distances; the London & North Eastern can claim the lead 
in ulfra high-speed running with fully streamlined trains; 
while the Southern, largely with the aid of electricity, 
has made the most progress of any in frequency of ser- 
vice and systematic times. But the London Midland & 
Scottish has been the first British railway to institute a 
general standard of mile-a-minute travel over all its main 
lines on which gradients and general physical charac- 
teristics permit such speeds to be tabled. The carrying 
out of this acceleration programme, which began in May, 
1932, has been gradual but increasing, and whereas up till 
the end of 1931 there was not a single L.M.S.R. run timed 
at as much as 60 m.p.h. from start-to-stop, the current 
L.M.S.R. timetables of May, 1939, show no fewer than 
66 such runs, with an average length of 104} miles, and 
an aggregate daily mileage of 6,880, 4,447 miles of which 
are scheduled over Western Division metals, and 2,433 
miles over those of the Midland Division. 

It is, perhaps, on the latter division, south of Leicester 
and Nottingham, that the most complete effects of this 
mile-a-minute policy are seen. Neglecting the night 
trains, for high speed is neither necessary nor desirable 
during the night hours in a country of such moderate 


L.M.S.R 


Fastest time \verage time 


From lo 


1914 1939 1914 1939 

h. m h. m h. m h. m 
St. Pancras Leicester 1 46 1 39 1 50 1 43 
Leicester St. Pancras 1 45 1 39 1 52 41 
St. Pancras Nottingham 2 15 2 03 2 26 2 09 
Nottingham St. Pancras 2 45 2 03 2 29 2 09 
Euston Manchester 33 3.15 3 48 3 40 
Manchester Euston 3 30 os 35 3 52 3 33 
Euston Liverpool 3 35 3 35 3 59 3 41 
I iverpe 01 Euston 3 55 3 15 4 02 3 29 





distances as Great Britain, practically all the longer runs 
in this area of the L.M.S.R. are scheduled on mile-a- 
minute timings. For example, out of fourteen daily non- 
stop trains between St. Pancras and Leicester, beginning 
their journeys between 10 a.m. and 8 p.m., twelve are 
booked to run the 99-1 miles in 99 min., the remaining 
two taking 100 and 106 min. respectively. Eight further 
trains which make one or two intermediate stops require 
only from 103 to 109 min., so that the average speed 
of the entire London—Leicester service of 22 express trains 
is 58-3 m.p.h., stops included. The same applies to the 
service between St. Pancras and Nottingham, where all 
four daily non-stop trains have mile-a-minute timings— 
123-5 miles in 123 min.—and ten daily expresses have a 
combined average speed of 57-4 m.p.h. What this means 
in locomotive performance is best expressed by the fact 
that thirteen down express trains from St. Pancras are 
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required daily to average 626 m.p.h.  pass-to-pass 
rer a heavily-graded road f Kentish Tov 
over a_heavily-graded road from Kentish To 


Wellingborough, and the average demanded of fou 
up expresses over the same distance of 63-6 mil 
64:0 m.p.h. 

Research in the working timetables of the We 
Division reveals the same conditions of mass high-s 
running. Between 10.40 a.m. and 9.35 p.m. there a: 
at Euston 22 trains which have travelled the 82-6 
from Rugby without stopping, in booked times var 
from 74 to 85 min., and with an average of 79:3 
for the 82-6 miles; during the same period 25 trains 
booked over the 57:4 miles from Blisworth to Willesd 
pass-to-pass, at speeds varying from 61:5 to 70°3 m.p 
and with a combined average of 65-7 m.p.h. As shov 


that this high speed is not confined to the up road, 23 


trains leaving Euston from 10 a.m. to 7 p.m. inclu 
are scheduled over the same 57.4 miles at a joint avera 
of 61-6 m.p.h. All express trains passing over 1 
section within the hours mentioned are included in th: 
averages, with the exception of certain trains making 
termediate stops, and most of the latter have point 
point timings that are just as fast. Among the tra 
just mentioned are those serving Coventry, which « 
with three 92-min. and three 97-min. trains in ea 
direction over the 94 miles between Coventry and Eust 
has a daily service of twelve expresses together averagi 
59:7 m.p.h. The effect of these accelerations on lon 
distance schedules is best appreciated by a study of 
following comparison of average L.M.S.R. journey tin 
between London and certain cities in 1914, immediat 
prior to the war, and in 1939:— 


EXPRESS TRAIN SERVICES, 1914 AND 1939 


Combined averages 


No ol 
Distance 1914 1939 service 
daily 
Time Speed lime Speed 
miles h. m m.p.h h. m m.p.h 
L 99-1 1 51 53-6 1 42 58°3 22 
L 123-5 2 28 50-1 2 09 57-4 10 
J 
L igs-5 3 50 49-1 3 36 52-4 12 
s 
\ 193-7 401 48-2 3 35 54-1 12 


From the table it will be seen that in general the cui 
tailments of average journey times in 25 years have almost 
all been greater than the cuts in the fastest times—a sure 
sign of general improvement of service. For example, 
though the quickest time from Nottingham to St. Pancras 
has come down only by 12 min., the average in 1939 
is 20 min. less than it was in 1914; and while the averags 
journey from Euston to Liverpool is 18 min. shorter than 
it was, the fastest time of 3 hr. 35 min. in this direction 
has remained unchanged for the whole period. Indeed, 
there is here some inequality, as on the up journey, from 
Liverpool to Euston, the fastest time has been reduced 
by 40 min., and the average by 33 min., so that now 
the average up journey is 12 min. quicker than the down. 
From this fact it may be deduced that finality in the 
L.M.S.R. acceleration programme has not yet been 
reached. But the table witnesses to the substantial im- 
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vement that has been brought about in long-distance 
vel by the standardisation of mile-a-minute point-to- 
nt timings, and the L.M.S.R. is to be congratulated on 
thoroughness with which this policy has been carried 
to effect. 
* * * * 


Kenya & Uganda Railways and Harbours 


'§,HE services operated by the Kenya & Uganda Rail- 
* ways and Harbours Administration consist of 1,622 
les of open lines, metre gauge track, 3,823 route miles 
steamer services, and 75 miles of road motor transport 
xclusive of motor feeder services). The main line, 879 
les in length, extends from Mombasa, in Kenya, to 
.ampala, in Uganda, and passes through Nairobi, Nakuru, 
roro, and Jinja. Kisumu, where the main workshops 
the lake marine services are situated, is connected with 
e main line at Nakuru by a local line of 131 miles. 
istern Uganda cotton districts are served by the 
xoro—Soroti line of 100 miles, and a connection with 
e Tanganyika Railways is provided by the Voi—Kahe 
1¢ Of 92 miles. Results of the combined services fo1 
he year 1938, as shown by the report from Brigadier- 
General G. D. Rhodes, the General Manager, were not 
juite so favourable as those for 1937 which was a particu- 
larly good year. Combined earnings of all services 
nounted to £3,168,101, a decrease of £60,664 or 1:88 
er cent. in comparison with 1937, although £181,510 o1 
6°08 per cent. higher than in 1936. The combined ordinary 
vorking expenditure of £1,593,550, exclusive of contri- 
yutions to renewal funds, shows an increase of £132,785 
or 9:09 per cent. on 1937. The net earnings balance of 
€1,152,563 over total expenditure on revenue account gives 
return of 5-2 per cent. on the total capital expenditure 
if £22,340,447, and of 8-2 per cent. on the interest-bearing 
proportion (£14,035,321) of this total. This balance covers 
nterest and sinking fund charges of £866,767, leaving a 
urplus of £285,796. Comparative results of working the 
railway services (inclusive of lake steamers and motor 
iransport, but exclusive of harbour services) are shown 
in the accompanying table : — 
1938 
892,471 
1,050,881 
2,700,968 
462,129,386 


1937 

771,471 
1,008,128 
2,690,587 


Passenge®rs 
Public goods, tons 


Kevenue train-miles 


Public freight ton-miles 426,066,463 
Public ton-mile receipts 11-269 cents 10-161 cents 
Operating ratio, per cent 46-45 32-53 
4 4 
Passenger receipts 193, 109 194,013 
Public goods re¢ eipts 2 400,697 2,347,835 
(;ross earnings 2,715,524 2,659,176 
Working expenditure 1,261,278 1,396,970 
lo renewal funds es 345,164 347,560 
Miscellaneous transactions (net Cr. 43,135 Dr. 15,103 
Net revenue .. [832207 899,543 
Loan charges, & 635,759 647,836 
516,458 251,707 


Surplus 


Third class traffic has again shown a gratifying improve- 
ment both in numbers and receipts, following on fare 
reductions made in 1937 and 1938. The response to 
cheaper fares in the higher classes has been an increase 
of 6 per cent. in numbers with no appreciable change in 
revenue in the first class, and in the second class a decrease 
of 1 per cent. in numbers and 2 per cent. in receipts. 
Public goods traffic in 1938 showed an increase in tonnage 
ot 4 per cent., but a decrease in receipts of 2 per cent. 
caused by substantial reductions in rates and charges. In 
past years the type of tariff whereby exports were charged 
very low rates and imports, in consequence, had to be 
charged very high rates, was adopted deliberately in order 
to develop in the quickest possible way the territories 
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served by the railway. The steady increase in traffic re 
sulting from greater development has enabled the adminis- 
tration to propose rate reductions over the past three years, 
which have exceeded in value £640,000 per annum on 
present-day traffic. It was also found possible in Janu- 
ary, 1938, completely to abolish Classes 1 and 2 and to 
reduce Class 3 to such a level that no rate now exceeds 
50 cents a ton-mile. There is now a reasonably balanced 
tariff, and there is still room for lowering the general rate 
level. 

Efficiency statistics are now compiled with 1935 as the 
datum year for comparisons. In that period the average 
12-ton wagon load has increased from 8-11 tons to 8°43 
tons. While loaded wagon-mileage increased by 3-5 per 
cent., empty wagon-mileage fell by no less than 23 per 
cent. The average net train load improved from 201 
tons to 216 tons, the net ton-miles per train-hour from 
2,770 to 2,891, and the net ton-miles per engine-hour from 
1,806 to 1,848, both following more efficient operating 
control. Total railway ton-miles, excluding steamships 
and road services, were 512,180,373, compared with 
478,496,325 in 1937, an increase of 7°04 per cent. This 
increase in ton-mileage was secured with a corresponding 
increase of 0-23 per cent. only in freight train-miles. 


oe oK * * 
Review of Railway Developments 


THE Railway Rates Tribunal has this week conducted 

its eleventh annual review of the standard charges 
and exceptional charges of the four main-line railway 
companies and we hope to publish a report. of the pro 
ceedings next week. As previously explained, the recent 
recommendations of the Transport Advisory Council, 
when implemented by legislation, will make further re- 
views unnecessary, consequently Sir William Wood, Vice- 
President, Finance and Service Department, L.M.S.R., 
took the opportunity, when giving evidence before the 
tribunal on behalf of the four main-line companies, of 
making a comprehensive review of railway developments 
generally since standard charges became operative on 
January 1, 1928. A résumé of this extremely interesting 
review is published on pages 976-8. It will be seen 
that very substantial sums have been expended by the 
companies during the eleven years on the development 
and improvement of their undertakings. This has enabled 
them to offer considerably increased facilities to passen- 
gers in the shape of more frequent services, higher train 
speeds, and a greater standard of comfort. To -assist 
the development of trade and industry they have very 
largely increased the number of express vacuum-fitted 
freight trains, thus affording next day deliveries of goods 
over very long distances; introduced many types of speci- 
ally fitted wagons for particular traffics; developed the 
container system with great rapidity; and considerably 
augmented their road services and increased their facili- 
ties generally. 

On the commercial side every effort has been made to 
stimulate passenger travel by an ever-widening range of 
cheap fares, while, in the case of merchandise traffic, 
strenuous efforts have been made to retain and regain 
traffic to the railways. Throughout the whole of the period 
special consideration has been given to the possibility of 
effecting a reduction in costs concurrently with an im- 
provement and extension of facilities generally. New 
methods of construction, maintenance, and operation have 
enabled substantial economies to be achieved with an im- 
provement in the service to the travelling and trading 
public, and further research work is actively in progress 
in many directions. After allowing for savings arising 
from the reduction of traffic in 1938 compared with 1928, 
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Sir William estimated that the companies had achieved 
a net saving in expenditure of £7 million or over 8 per 
cent. Notwithstanding these efforts, the railway receipts 
position has proved to be most unsatisfactory, as road 
competition has affected seriously both passenger and 
freight train traffic. In the case of the former, in addition 
to the competition of private motorcars, travel is tending 
more and more to gravitate towards the cheapest fare 
level. 

The persistent decline in merchandise carryings has been 
due partly to trade conditions, but largely to diversions to 
other forms of transport which are free from rates control, 
and to the effect on the rates structure of concessions in 
rates which have been made for the purpose of retaining 
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and regaining traffic to the railway. 
companies’ total railway receipts declined from £15 
million in 1928 to £159-7 million in 1938, or by 12 
cent. So far as their net revenues are concerned, 
have been anything from £5 million to £22 million | 
the standard revenues throughout the entire period 
1938 was the worst year, with the exception of 1932 \ 
the figure was £240,000 less. No representations hav: 
been made to the tribunal suggesting that there has 

a lack of efficient and economical Working and man 
ment, and there is no doubt that, to use Sir William 
words, this review of their operations during the el 
years shows that they ‘‘ have justified their condu 
their affairs to the full.’’ 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


L.N.E.R. ** Meet the Sun on the East Coast” 
Campaign 
London & North Eastern Railway, 
Marylebone Station, N.W.1 


June 12 
fo rHE Epiror or THE RalLtway GAZETTE 
Sir,—A concession which has a special significance in con 
nection with our ‘‘ Meet the Sun’’ campaign, reviewed in 


your issue of April 21, has recently been brought into force 


INSURE AGAINST RAIN 
ON YOUR HOLIDAYS 


The Eagle Star Insurance Company 
has this year reduced its premiums 


PLUVIUS DEPT., 30 MOORGATE, LONDON, E.C.2 


MEET THE SUN : 
ON THE EAST COAST 


whereby Pluvius weather policies issued by the Eagle Star 
Insurance Company are now 10 per cent. cheaper for holidays 
on the East Coast than any other part of the country. 
Posters in various sizes to advertise the concession have 
been issued for exhibition in London Underground stations, 





‘countries, 


including escalators, and also for L.N.E.R. hoard 
throughout the country. I have had pleasure in sen 
you a copy of the bill in double royal size under sep 
cover today. 

Yours faithfully, 
DANDRIDGI 
Advertisil Mat 


Cc. Ge 


Moral Rearmament 


Peasenhall Hall, 
Saxmundham, Suffoll! 
June 12 
To tHE Epiror oF THE RaiLway GAZETTE 

Sir,—It is difficult to follow the line of thought whi 
connects religion with railways. That there is some conn 
tion in the minds of at least twelve people is apparent fri 
the letter which you publish in your issue of June 9, whi 
states that ‘‘ moral rearmament ’’ is bringing “‘ a new spit 
of confidence in business,’” and that ‘‘ transport is the lil 
blood of the nation.’’ But to ordinary folk who have mn 
yet seen the light of Dr. Buchman’s creed the connectio 
is obscure. 

The railways’ trouble is common to all industry; it is not 
a moral one but lies on the material plane. It is due to th 
impossibility of recovering aggregate money costs from 
lesser aggregate of incomes. The railways are deeply involved 
in this chronic and worldwide shortage of purchasing pow 
which will always exist under the bondage of a financial 
system which is allowed to bring all money into existenc: 
as a debt to itself, and to enjoy a monopoly of so doing 
Buchmanites may profitably ponder the real connection be 
tween the debt industry and the stultification of human 
effort. 

There is no morality about the mathematics of financ: 
whether in this country, France, or the Balkans. Without 
taking this into account so-called moral rearmament, though 
serving to distract attention from all important facts, : 
merely beating the air. 

Yours faithfully, 


ARTHUR WELFORD 








More Visitors To Britain.—Every month this year up *o 
April showed an increase in visitors to Britain, according 
to a report issued by the Travel & Industrial Development 
Association of Great Britain & Ireland. The April return 
issued by the Home Office shows an increase of 415 in the 
combined total of holiday and business visitors, compared 
with the corresponding month of last year. Of European 
Belgium, Czecho-Slovakia, France, Holland, and 
Sweden sent greater numbers of visitors, but from the United 
States there was a falling off. The number of holiday visitors 
also shows an increase (of 819) over the total for April, 1937, 
the record-breaking year, but a decrease in the number of 
business visitors of 1,984. Week-end and day visitors from 
France and Belgium are not included in the Home Office 
returns. 


In the result the 
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PUBLICATIONS RECEIVED 


The Welding of Cast Iron by the 
Oxy-Acetylene Process. By L. Tib- 
ham. London: Sir Isaac Pitman 
Sons Ltd., Parker Street, W.C.2. 
in. xX 5 in. 88 pp. Illustrated. 
4s. net.—Although cast iron has 
largely superseded by steel, and 
although to a limited extent, by 
method of fabricating component 
ts from welded sheet metal, the first 
these materials is still extensively 
| in engineering production of all 
ls. In railway shops cast-iron is 
ied upon for some of the most impor- 
t details of locomotive construction 
modern practice, and the fact that 
ensive parts composed of it can, 
en faults or damage arise, be success- 
y repaired by welding may be said 
have given the process a further 
se of life. The book before us is to 
welcomed for the reason that it 
ils in a practical manner with every 
tail of the art of welding cast iron 
the oxy-acetylene method, and 
though small in size it affords a great 
al of much-needed information on 
ie subject. Those who aspire to 
come expert welders will find it 
valuable during the period of their 
ivitiate, whilst the experienced worker 
provided with the scientific informa- 
n he so often needs in order to make 
further progress. Both text and illus- 
ations are clearly printed and well 
rranged and there is an adequate index 
) assist the reader. . 


Chemins de Fer (Railways). 1939. 
38th edition of the handbook with this 
itle in the series Agendas Dunod, edited 
1y Pierre Place, of the Central Railway 
Designs Office (O.C.E.M.). Paris : 
ldunod, 92, Rue Bonaparte (vi). 5} in. 
vy 33 in. 396 pp. text, with diagrams, 
ables, and a folding chart. Price fr. 25 
iet.—This annual publication is a 
letailed survey of French (and _ for 
ertain comparative purposes of Euro- 
pean) railway practice. Economics and 
engineering, both mechanical and civil, 
tind their place. While there is abundant 
tabulated matter, the text itself is full 
ind readable, making the volume one 
suitable for general study as well as 
reference. The sections on locomotives 
ind rolling stock are illustrated with 
numerous explanatory and _ construc- 
tional diagrams. A short chapter on 
signalling shows the old aspects and 
those of the 1934 code side by side ; for 
treatment of French signalling practice 
on a scale commensurate with that ac- 
corded to locomotives and rolling stock, 
the reader is referred to earlier editions 
of the Agenda. Rates, receipts and ex- 
penses, mileage, and speeds are other 
headings in the handbook. Selected 
mathematical tables are given as an 
appendix. 

It is indicative of the wide scope 
of the book that it opens with remarks 
on the economic and engineering inves- 
tigations necessary when construction of 
a railway is proposed, and takes the 


reader on to matters of detail such as the 
relation between the revenue from pas 
sengers using a station and the cost to 
the railway of providing staff to handle 
the traffic. 


Die Einheitsweichenschaltungs der 
Deutschen Reichsbahn =§ (Standard 
Power Points Circuits adopted by the 
German State Railway). By Dr. W. 
Schmitz. Berlin-Siemenstadt : Re- 
printed from Zeitschrift fiir das gesamte 
Eisenbahn-Sicherungs- und  Fernmelde- 
wesen, Nos. 15 and 16, 1938. Publication 
No. 310, Vereinigte Eisenbahn-Signal- 
werke. 8} in. 113 in. 14 pages. 
7 figures in the text and 2 on folding 
plate—Certain features peculiar to 
Central European railway working have 
had considerable influence on _ the 
development of signal apparatus, es- 
pecially the universal adoption of 
trailable points. Trailability has necessi- 
tated special attention being given to 
the circuits used with electric point 
machines, which have gone through 
several stages of evolution since the 
first all-electric power plant on the 
then Prussian State Railway lines was 
opened at Westend, Berlin, some 44 
vears ago. 

This interesting story has already 
been told by Dr. Schmitz in a publication 
reviewed in THE RAILWAY GAZETTE 
for March 19, 1937, page 527, and in the 
present work he continues it by explain- 
ing in detail, with the aid of a complete 
series of diagrams, the principles of the 
standard circuits adopted in 1937 by 
the German State Railway for electri- 
cally worked points in power signalling 
installations. Dr. Schmitz considers 
each element of the circuits in turn, 
beginning with the main detector relay 
and throw-over switch, which is such a 
feature of German power working, 
and discussing the additions which 
practice has shown to be desirable in 
order to ensure the maximum degree 
of protection against faults, both elec- 
trical and in the mechanical details 
of the equipment. The work concludes 
with an explanation of the operation of 
single and coupled points, stage by 
stage, each being shown in the diagrams 
on the folding plate, and an analysis of 
the effect of faults of various kinds. 


The Omnibus Magazine (Proceed- 
ings of the Omnibus Society).—A recent 
issue devotes 12 pages to a most interest- 
ing and exhaustive survey of the tram- 
ways of Germany, by Mr. Charles E. 
Lee, Chairman of the Omnibus Society, 
this survey forming the subject of a 
paper presented by him to the Tramway 
and Light Railway Society in London 
in December last. The author opens by 
recalling that Germany was the birth- 
place of the rail and flanged wheel, and 
also, much later, of electric traction. 
The survey continues to outline the 
parallel histories of Germany and her 
tramways. In the 70’s there were 
several British-owned tramways in 
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Germany, and it was British enterprise 
that introduced the first steam tramway 
to that country in 1877. The ’80’s 
saw electric tramway experiments, 
which developed and throve. And so 
the story continues to unfold until 
present-day facts and figures are pre- 
sented. Interurban tramways are also 
described, and their express and dining 
car services are mentioned. The paper 
is full of interesting information.— 
F. 8, B. 


Camping Holidays.—With railway 
camping coaches and youth hostels, the 
open-air holiday has become comfort- 
able and convenient without losing any 
of its invigorating qualities. Those 
accustomed to sleeping under an hotel 
roof need a little encouragement and 
advice before breaking the habit in 
favour of a more nomadic existence. 
This is what the present L.N.E.R. pub- 
lication provides, calling upon the per- 
suasion and good counsel wielded by 
Mr. C. J. Cutcliffe Hyne and Gypsy 
Petulengro (well known as a_broad- 
caster) to whet the appetite of its 
readers. The ‘ directory ’’ sections of 
the booklet list all L.N.E.R. camping 
coaches, with notes on the localities in 
which they are situated, and give the 
itinerary of the company’s touring 
camping coach operating from York. 
Other pages provide similar essential 
information regarding youth hostels and 
camping sites. 


Electric Exhaust Fans.—From the 
General Electric Co. Ltd., of Kingsway, 
W.C.2, comes a new edition of the firm’s 
Catalogue Section V5. It lists for the 
first time new lines, including the 
Xpelair window fan, which provides an 
inexpensive method of ventilation and 
requires little current to run; there is 
also an increased range of accessories 
for preventing back draught. Much in- 
formation is given on the subject of 
ventilation and a wealth of tabulated 
data. Details will be found of the 
Genalex extended spindle fans, which 
are designed for use where refrigeration 
work is carried out and where corrosive 
fumes are met with. 


Metrovick Lighting System for 
A.R.P.— The Metropolitan - Vickers 
Electrical Co. Ltd., of Manchester, has 
brought out a leaflet describing the 
firm’s Traffoblak lighting system for 
use in factories in wartime. Works and 
factory owners are compelled by law to 
prevent light emerging at night from 
their premises in wartime. Darkening 
methods such as removable panels or 
blinds, or black-painted glass, have their 
disadvantages, but by using Metrovick 
lrattoblak lacquer on windows in con- 
junction with special Traffoblak lamps 
within, these disadvantages may: be 
readily overcome. By day the Traffo 
blak lacquered windows allow daylight 
to enter ; at night, however, they pre- 
clude light from the specially-designed 
lamps from passing outside. The 
Trafioblak lamp gives a monochromatic 
light, and has an output several times 
as great as that of a clear gasfilled lamp 
of equal wattage. 
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THE SCRAP HEAP 


Che removal of rails from a section 
of main-line in Roumania—at first 
thought to be an act of political 
sabotage—-has been traced to a local 
jacksmith, who was caught in the 
act of using the fishplates and_ bolts 


to make horseshoes. 


* * * 


rHE EVILS OF TRAVEI 


In the year 1672, when, throughout 
the kingdom, only six stage coaches 
were plying, a curious pamphlet urging 
their suppression was written by one 
John Cresset of the Charter House. 
Among the many reasons given against 
their continuance was the following: 
‘Stage coaches make gentlemen come 
to London upon very small occasion, 
which otherwise they would not do but 
upon urgent necessity Nay, the con 
veniency of the passage makes their 
wives come up too, who, rather than 
come such a long journey on_ horse 
back, would stay at home. Here, when 
they come to town, they must 
presently be in the mode, get fine 
clothes, go to plays and treats, and 
by these means get such a habit of idle 
ness and love of pleasure, that they are 
uneasy ever after.”’ 


* * * 


On March 31, 1835, the Sheffield 
& Rotherham Railway Bill was read a 
second time in the House of Commons, 
without opposition. The same evening 
Colonel Sibthorp presented a_ petition 
from Rotherham against the Bill. The 
petition had about 120° signatures, 
headed by the Rev. Mr. Blackley, the 
vicar. It set forth that the canal and 
turnpike road furnished sufficient com 
munication between the two towns, and 
expressed apprehension lest, by in 
reasing the facilities of communication, 
the ‘‘ idle, drunken, and _ dissolute 
portion of the Sheffield people should 
flock to Rotherham.’’ 


EARLY THOUGHTS ON SPANISH RAILWAYS 


Let us say a few things on Spanish 
railroads, for the mania of England 
has surmounted the Pyrenees. 

In other countries roads, canals and 
traffic usher in the rail, which in Spain 
is to precede and introduce them 
Thus Spain will jump at once from a 
medieval condition into the comforts 
and glories of Great Britain, the land 
of restless travellers. Be that as it 
may, just now there is much talk of 
vailroads, and_ splendid official and 
other documentes are issued, by which 
the ‘‘ whole country is to be _ inter- 
sected (on paper) with a network of 
rapid and bowling green communica- 
tions,’’ which are to create a ‘‘ perfect 
homogeneity among Spaniards ’’; for 
great as have been the labours of Her 
culean steam, this amalgamation of the 
Iberian rope of sand has properly been 


reserved for the crowning performance. 
It would occupy too much space to 
specify the infinite lines which are in 
contemplation. Suffice it to say that 
they almost all are to be effected by 
the iron and gold of England. 
Caution disappears from our capi- 
talists, whenever excess of cash mounts 
from their pockets into their heads; 
loss of common sense and dollars is the 
natural result. But it is the fate of 
Spain and her things, to be judged of 
by those who have never been there, 
and who feel no shame at the in 
decency of the nakedness of their 
geographical ignorance. When _ the 
blind lead the blind, beware of hillocks 
and ditches.—From ‘‘ Gatherings from 
Spain,” by Richard Ford, published in 
1846. 


* * * 


The whole transportation set-up 
is wrong. Of course the people are 
entitled to the lowest cost transporta 
tion, but the railways, which we must 
have to move our wheat and long-haul 
goods, must have some _ protection 
against the competition which our 
building of good highways has made 
possible. It’s foolish to rave about our 
railway problem when we allow such 
competition to flourish 
Either we must expect to 
help the railways by 
special bonuses, or else we 
must quit building super 
highways for buses and 
trucks.—From ‘‘ The Leth 
bridge He vald.”’ 


“ * * 


L.N.E.R Bridgeman 
W. S. Moore has recently 
effected his third rescue 
from the waters of Lowes 
toft Harbour, where he is 
among the staff in charge 
of a swing bridge carrving 
a main road over the pas- 
sage between the fishing 
boat basins and the inner 
harbour. In 1932, Bridge- 
man Moore jumped, fully 
clothed, into the Trawl 
Dock and rescued a boy 
from drowning and for this 
he was awarded the Life 
Saving Certificate of the 
Royal Humane _ Society. 
In June, 1935, a small boy 
of six vears of age fell into 
the water. Again Bridge- 
man Moore jumped _ in, 
fully clothed, to the rescue 
and brought the boy 
ashore, where he was safely 
revived. For this he was 
awarded the Honorary 
Testimonial on Parchment 
of the Royal Humane 
Society, and he was pre- 
sented by the L.N.E.R. 
with a_ suitably-inscribed 
wristlet watch. Bridgeman 
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Moore has recently come unde 

again in somewhat similar circum 

Cries for help were heard from thi 

Basin, which is some little distanc: 
the point of Moore's duty at the 
bridge, a fisherman having fall 
the water. Moore, again fully c] 
plunged into the water to tie a 1 
the man so that he could be b: 
safely to the quayside. 


* * * 


In the early days of railway pr 
many attempts at extortion were 
by landowners. One case which 
before the Courts in 1840 concer 
Glasgow builder who claimed £2 
for 24 acres of land required b 
Edinburgh & Glasgow Railway ‘ 
pany. The jury, after a two-day 
awarded him £1,054 in full 


* x * 
To see England now you must s¢ 


from a railway carriage on a big 
going on a big journey and not fron 


seat of a motor-car, however com! 


able, going for a jaunt either along 
Great West Road or up the Great N 
Road, the beginnings of which are 
haps the most unpleasant stretch 


travel to be found in Europe.—F von 


vecently-issued quarterly veport 


Society for the Protection of 1) 
Buildings 





A new Southern Railway poster 
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AFFAIRS 


(From our special correspondents) 


CANADA 


T he Royal Train Mileages 
rom the time it left Quebec and 
il its final arrival at Halifax, the 
al train will have covered the remark- 
distance of 8,377 miles, and this 
al is made up of the following point- 
point runs: 


Section of journey Railway Miles 
bec-Three Rivers ... A a 77°5 
Rivers-Montreal... - 100-8 
eal-Ottawa ne i 111-4 
tawa-Kingston us CA. 213-6 
»ston-Toronto esl es 160-8 
ronto-Port Arthur CP: 808-6 
t William-Winnipeg = 419-1 
nnipeg-Regina oats = 356-5 
xina-Moose Jaw aia mo 41-6 
Jaw-Medicine Hat 257-8 
licine Hat-Calgary ... es 175-8 
varv-Banft ... - es 81-9 
ff- Kamloops wee ne 309 -2 
nloops-Vancouver ... = 250-4 
ouver- Jasper ee C.N.R. 534-9 
per-Edmonton ue od 235-8 
ionton-Saskatoon ... mM 331-1 
skatoon-Sudbury Jun. = 1415-5 
ibury Jun.-Guelph via 
North Bay es ree 340-3 
elph Kitchener aes oe 13-8 
tchener-Stratford ae ve 25-8 
ratford-London aM nA 32-7 
ndon-Hamilton at im 80-5 
imilton-Niagara Falls, 
Ce. cine i ead a 43-3 
igara_ Falls, Ont.- CN... 463-1 
Washington N.Y.C., Penn. 
Vashington-New York Penn. 224 -7 
7.9 


de Park-Sherbrooke N.Y.C.,B.&M., 387 


C.P.R. 
Quebec Cent. 
sherbrooke-Le vis C.N.R. 123-0 
evis-Riviere du Loup... 5 114-8 
<iviere du Loup-Moncton 375-7 
st. John-Cape Tormentine ee 162-8 
‘ew Glasgow-Halifax ... - 106-8 
Total ... ie wee ... 8,376-°8 


Vote.—In the cases where the sections do not 
mnect, the intermediate section is being 
»vered by automobile or steamer. 


Royal Visit Brings Heavy 
Passenger Traffic 

Both the railways are having to deal 
with very heavy passenger traffic as 
a direct result of the visit of the King 
and Queen, and excursion business is 
very _ brisk. Thousands of persons 
travelled by excursion and reinforced 
ordinary trains to Quebec, Montreal, 
Ottawa and Toronto to get a glimpse 
of Their Majesties. Many Montreal 
citizens were: not content to see only 
the local pageant, and thousands cf 
them travelled to Ottawa. The C.P.R. 
hauled more than 3,000 persons to 
Ottawa on Sunday, May 21. Business 
accruing from the royal visit is not 
confined to local lines, as there has 
been a considerable influx of visitors 
from the United States. For the Mon- 
treal visit a special train carried many 
Bostonians to this metropolis, and at 
Winnipeg there was another large influx 
of visitors from Minneapolis and St. 
Paul. Heavy traffic is also expected 
at all the principal stopping places in 
Western Canada. 


The hotel departments of the two 
railways are also benefiting. The royal 
party is stopping at most of the centres 
where railway hotels are located. In 
the case of the C.P.R. hotel at Banff, 
however, the hotel was reserved ex- 
clusively for the royal party. Van- 
couver and Victoria on the other hand, 
are looking for a large influx of visitors 
from Seattle. 


Improved Wheat Traffic 

The improvement in passenger busi- 
ness should be reflected in earnings of 
railways during the next few weeks. 
Revenues of both C.P.R. and C.N.R. 
in the first two weeks of May were well 
ahead of the same period of 1938, due 
mainly to the movement of grain from 
country elevators in Western Canada. 
The Canadian Wheat Board has ordered 
that all wheat in country elevators be 
moved to terminal elevators. 


SOUTH AFRICA 


Capital and Betterment Expenditure 
1939-40 

The estimated expenditure on capital 
and betterment works for the year 
1939-40 is £13,449,558, a decrease of 
£3,618,645 as compared with the pre- 
vious year. Of this amount, £8,956,915 
will be chargeable to loan and better- 
ment funds and £4,492,643 to renewals 
fund and working votes. The allocation 
of this expenditure is as follows: 

From Loan AND BETTERMENT FuNpDsS 
145 809 
,736,528 


Construction of railways 
New works on open lines 


uv 


Rolling stock a Si sco Rpeegkee 
Road motor services ame ae 111,541 
Harbours Rae i ine ee Fe BT 


166,052 
12,460 
200,000 


Airways a 
Working capital 
Unforeseen works 


£8,956,915 


From RENEWALS FUND AND WORKING 
VoTES 
f 
3,061,130 
1,098,672 
245,044 


87,797 


New works on open line 
Rolling stock 
Road motor services... 
Harbours 

£4,492,643 


New Works 


A Bill has been introduced in the 
House of Assembly to provide for a 
sum of £1,799,000 to be expended upon 
(a) the regrading and deviation of the 
Cape Eastern main line northwards 
from East London, and (b) a new 
seven-mile line at Pretoria. 

Of these works (a) is spread over the 
69 miles of line between Amabele and 
Imvani and is part of the scheme for 
regrading the whole line from East 
London to Springfontein; it is estimated 
to cost £1,610,000 over a period of five 
years. Although the undertaking is 
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regarded as a deviation, the line, when 
completed, will be practically a new 
route, and Parliamentary sanction is, 
therefore, necessary. The nature of the 
country through which it passes will 
necessitate heavy earthworks and eight 
or more tunnels. When completed it 
will reduce the distance between 
Amabele and Imvani by 16 miles, and 
will make possible considerable opera- 
ting savings by running faster and more 
powerful locomotives on this section. 
Many curves will be eliminated and 
gradients eased; a saving of over 
£60,000 a year is anticipated. 

The other work (b) for which 
authority is to be obtained is a new line 
between Hercules and Koedespoort, at 
Pretoria, designed to meet the serious 
congestion of traffic at Pretoria and 
Pretoria West. The line is necessary 
to gain access to a new marshalling yard 
from the lines converging on Pretoria 
from the north and east, and will cost 
£189,000. 


ARGENTINA 


Competitive Troubles and 
Diesel Traction 


Simultaneously with the introduction 
of the winter timetables, several of the 
foreign-owned railways have announced 
reductions in fares, made with the hope 
of regaining some of the traffic taken 
from them by their competitors both 
road and rail. Since the Argentine 
State Railways took over the working 
of the Cordoba Central Railway, it has 
been a thorn in the flesh of the Central 
Argentine administration. With no 
shareholders waiting in vain for a divi- 
dend, and a sympathetic Congress to 
appeal to whenever ready cash is short 
or the overdraft becomes too great, the 
State lines are in a privileged position. 
The extinct C.C.R. had realised the im- 
possibility of competing with the Cen- 
tral Argentine for passenger traffic, 
concentrating more on _ parcels and 
goods; but the State lines have other 
ideas on the subject, and the C.A.R. 
is beginning to feel the pressure very 
acutely, especially in the lucrative 
Buenos Aires—Rosario traffic. The 
State management enjoys the advan- 
tage of possessing an excellent equip- 
ment of diesel units, enabling it to 
organise an express service on_ this 
route, which, although ostensibly 
aimed at scotching the wheels of road 
competition, is cutting into the C.A.R. 
traffic in an alarming fashion. The ex- 
Cordoba Central route is operating an 
express service between Buenos Aires 
and Rosario with air-conditioned diesel 
railcars, at 13 pesos for the round trip, 
which is about the equivalent to 
obtaining a _ return ticket between 
London and Liverpool for 17 shillings. 

There is no doubt that in the matter 
of diesel rolling stock the Argentine 
Government lines have shown much 
more enterprise than the foreign-owned 
companies. When __ diesel traction 
loomed up years ago-as a menace to 
other forms, there was much hesita- 
tion and delay in regard to its adop- 
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latter, who adopted a 
wait and see’’ attitude, in the hope 
that the results of the experiments of 
those enterprising enough to launch out 
in the acquisition of diesel stock would 
be available before definitely commit 
ting themselves to this form of trac 
tion. Some of the local managements 
ilso blamed their London boards for 
in accepting their recommenda 
purchase of 
diesel 


tion by the 


se 


delay 
tions in regard to the 
diesels The introduction of 
stock on the broad gauge lines has not 
been entirely happy, what has seemed 
ideal in theory having sometimes 
proved to be the opposite when in the 
experimental involving much 
trouble and expense, due in some cases 
to inexperience, and in others to the 
class of stock supplied not being suit 
able for the nature of the service re 
quired Moreover, a number of orders 
placed in England clashed with the 
speeding-up of re-armament, causing 
delays and, in some cases, cancellation, 


stage 


the orders having to be placed else 


where Overshadowing all has been 
the economy bogey, constituting a 
serious drawback to efforts to modern 
ise Argentine railway services. Men 
on the footplate, rendered idle by the 
introduction of diesel traction, have 


had to be absorbed elsewhere instead 
of being dismissed, a measure made dif 
ficult owing to the falling-off in goods 
traffic. All these factors, coupled with 
the rooted objection of so many labour 
unionists to welcome anything sugges 
tive of modernisation, make the life of 
the railway executive in Argentina 
anything but a happy one 


Government Traffic to be Given to 
State Railways 

A Decree issued by the Ministry of 
Public Works on April 22 states that 
in future all Government departments 
must, as far as possible, give prefer 
ence to the State Railways for the 
transport of goods and materials, and 
only in cases of spec ial urgency, or 
when it is found more convenient to do 


so, are the services of the privately 
owned railways to be utilised. As, 
however, the private lines have 


required to carry all 
at 50 per cent. be 
low the ordinary rates, the application 
of this Decree will not represent such a 
serious loss to the private companies 
is might at first appear to be the case 


hitherto been 
Government traffi 


Government Restriction of 
Wheat Growing 

The Argentine Government appar 
ently considers it desirable to dis 
courage the growing of wheat in cer 
tain zones where this crop has proved 
unremunerative in the past. A Decree 
issued by the Ministry of Agriculture 
on April 25, in connection with the 
granting of special credits to agricul 
turists who have sustained heavy grain 
losses, referred to the international 
wheat situation and the existence of 
huge surpluses for which a market had 
not yet been found According to the 
Decree, the Government is of the 
opinion that certain districts such as 
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the south-west of the Provinces of 
Buenos Aires and Cérdoba, the Pampa 
territory, except the extreme north- 
west, and the greater part of the Pro- 
vinces of San Luis and Santiago del 
Estero, with the exception of the irri- 
gated zones, are unsuitable for wheat 
cultivation, and recommends that no 
financial assistance be given to farmers 
proposing to grow wheat in these zones, 
but that the Bank of the Nation may 
assist those desirous of engaging in 
sheep and cattle breeding. The Decree 
points out that it is necessary to diver- 
sify production, in order to safeguard 
the agriculturists against the conse 
quences of a succession of bad harvests. 

The Government’s action in fixing a 
minimum price for wheat—which is 
now recognised to be a grave mistake— 
has been an incentive to many growers 
to increase the area under this cereal, 
with the result that, owing to the 
existing low level of international 
prices, due to the world being over- 
supplied with wheat, the Ministry of 
Finance has been obliged to dip deeply 
into the national exchequer in order 
to redeem its pledges to the farmers, 
and this may possibly have influenced 
the Government in its decision to en- 
deavour to protect agriculturists and 
the country generally against the 
economic evils arising from the over 
production of wheat. 


SWITZERLAND 


Summer Timetables 

The new timetables which 
came into force on May 15 show in- 
creased service to a total of 860,000 
train-km. over the previous period, and 
of this figure 207,000 km. represent 
special trains for the National Exhibi- 
tion at Zurich, which are indicated in 
the timetables as running regularly 
throughout the season. On the prin- 
cipal lines radiating from Zurich, these 
exhibition trains run daily in many 
cases, in others at week-ends and on 
Wednesdays, to and from points as dis- 
tant as Romanshorn, Basle, Lucerne, 
Berne, and Lausanne, as well as on 
stopping services to nearer destinations. 
Several of the private railways in 
north-eastern Switzerland provide con 


Swiss 


necting specials. 

Other noticeable features in the new 
timetable are the accelerations on the 
Siid—Ost and Arth—Rigi lines. The 
former, electrified since May 15, has 
reduced the best overall time between 
Arth—Goldau and Rapperswil from 
83 min. to 54 min., and the continuous 
ascent from Wadenswil to Einsiedeln 
from 43 to 32 min. On the Arth—Rigi 
line, which has modernised its electri- 
cal equipment, the ascent is now made 
in 46 min. as against 64 min. formerly. 


Timetable Posters 
Improvements have been effected in 
the new issue of Swiss’ timetable 
posters, which now include a detailed 
map in four colours, showing all 
stations in Switzerland, in lieu of the 
former schematic route map. These 
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posters were entirely re-designed jn 
1934 at the same time as the il 
Swiss timetable in book form, of h 
they are an exact reproduction : 
process of photographic enlarg t 
The complete set of posters cons of 
15 sheets covering all Federal a ri 
vate lines, grouped by district Ww 
with appropriate headings in ze 
type), and two sheets showing - 
national connections and through I 
riages. 


Special Government Grants for \ ew 


Works 
A new Bill authorising the | | 
Council to grant credits t 


fr. 327,700,000 for national defen | 
works to relieve unemployment 
submitted to popular vote on Ju j 
The credits are to be partly cove! 
a new tax levied on the annual turne ver 
of department stores and similar u: 
takings. 
Under the heading Avrbeitsbesc/ 
(creating employment), which ac 
for a total of fr. 156,575,000, the 
lowing items concern transport : 
Grants to the Federal Rail 
towards the cost of the follo 9 
schemes 
Doubling the Brunnen—Fluelen sec I 
tion of the Gotthard line... ... =8,000.000 
Doubling the Taverne—Lugano sec 


tion of the Gotthard line... coe «4,95 0 
Electrification of the Briinigline ... 4,100,000 
Grant to the Bernina Railway for 

avalanche protection works oe 225 
Improvements to civil air services... 4,000,( 


Credits for improving communicati 
with south-eastern Switzerland—vide 
THE RAILWAY GAZETTE of February 17 
p. 261—are as_ follow :—Construction 
of a new road from Linthal over the 
KXisten Pass to the upper Rhine valley 
fr. 20,000,000 ; and improvements to 
the Furka—Oberalp Railway and _ the 
Oberalp, Lukmanier and Klausen roads, 
fr. 15,000,000. 


MANCHUKUO 
Two New Railways Opened 

[he opening of two short extensions 
of the South Manchuria Railway was 
scheduled for May 20. These were the 
18-7-km. line from MHuangpai _ to 
Yangcha on the Meichi section, and th: 
23-5-km. branch from Mingshan, on the 
Chihsieng line to Wenchuanssu. On 
the former line two trains each way 
daily appear in the timetable, and th: 
country it traverses is 
its object is to develop forest produc« 
and increase the output of sleepers and 
piles and encourage farming settlers. 

Wenchuanssu, the terminus of th: 
other line, has a spa, which the S.M.R 
intends to develop at a_ cost of 
Y. 700,000 (about £40,000) with th 
idea of its becoming a popular resort 
The initial train service will consist of 
three trains each way daily. The lin: 
runs through attractive scenery along 
the Tatsu river, and taps Pienlin, the 
centre of some 20,000 inhabitants, en 
yvoute. The area has promising mining 
prospects, some of the minerals already 
being exploited, 


mountainous; 
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BRITISH RAILWAY STATISTICS Fei io3e compiled from the Miniairy of Trocoport Statement No. 231 


Description Great G.W.R. L.N.E.R. L.M.S.R. S.R. 
Britain 
GER TRAIN TRAFFI 


mber of pass. journeys (ex. season ti ket holders 88,283,646 5,788,968 11,720,909 19:349,709 15,546,873 
Increase (+) or decrease (—) “3 Ey 2.661554 33,281 $78,828 483,240 102,835 
ssenger receipts (excluding season ticket holders). . 43,123,694 £383,009 £604,197 931,966 £692,357 
Increase (+) or decrease ) wi (21,581 {2,022 (118 £15,427 | 4 £13,969 
ison ticket receipts Ba —s he a“ 736,477 (42,336 £120,122 /184,056 | £250,235 
Increase ( ) or decrease ) zg bid 482 4549 41,946 | {3,622 } 5 {6,406 
rcels and misc. traffic receipts (excluding parcels | 
post) yan ag ea - es , oe 926,463 £166,556 £294 902 £341,626 {107,284 
Increase +-) or decrease ) - ar 416,173 13.868 | aOR gs £16,940 : £2,895 
sHT TRAIN TRAFFI | | 
reight traffic (tons) (excluding free-hauled : : 22 159,938 5.221.211 10,057,631 10,605,980 | 1,307,210 
Increase t-) or decrease . 1,702,965 $93, 294 735,636 746,332 23,199 
et ton-miles (excluding free-hauled) .. < ; 1, 321,421,029 | 245,856,014 $37,688,428 547,136,480 | 54,433,189 
Inc rease or decrease ° 71 864,916 Is 517,880 30,799,217 21,404,408 385,143 
\verage length of haul (miles) (excluding free-hauled 59-63 47-09 43-52 | 51-59 41-64 
Ine rease or decrease — ° 1-24 0-83 0 11 1-51 0-44 
Freight traffic receipts a . , £7,223 ,064 (1,219,000 {2,350,734 £3,038,000 £385,716 
Increase 1) or decrease ) rer ae £331,024 468,000 £97,738 £145,000 | {7,371 
Receipts per ton-mile ae : . ; 1-312d 1-19d 1 -29d 1-33d. | 1-70d. 
Increase or decrease = 0-Olld 0-02d 0-04d 0-Old 0-02d 
Freight train-loads Average train-load (tons ‘5 132-01 137-38 135-97 130-84 105-51 
Increase + or decrease ‘ ti 0-51 1-76 1-02 0-21 0-15 
Net ton-miles 
Per train engine-hour iar = ; 999 - 27 1063-45 1045-85 964-69 794-50 
Increase or decrease 36-68 31-40 24-55 52-61 3°38 
Per shunting-hour .. : ‘ ie tose 924-00 834-03 1019-43 961-94 581-01 
Per total engine-hour , : 480-08 467-43 516-24 481-66 335-59 
Net ton-miles per route-mile per working day : 2,919 2,893 3,069 3,495 1,167 
Increase or decreas 4 ein 158 207 209 147 15 
\Wagon-miles lotal : 369,345,553 66,832,301 129,243,364 155,488,943 17,452,973 
Increase or decrease ra! 11,245,670 3,079,603 5,126,023 3,027,281 3,331 
Percentage of loaded to total i ; : 66 - 32 68-00 64-21 67 - 37 66-22 
Wagons per train Potal sie sity ¢ oe 34-79 34°56 35-41 34-84 31-80 
Increase or decrease “ i ()- 7A 0°35 0-77 0-95 " 0-46 
Loaded 23-07 23-50 22-74 23-47 21-06 
Empty ; iS ra 11-72 11-06 12-67 11-37 | 10-74 
[rain-miles. Coaching—Per train-hout 15-21 14-07 14-17 14-32 18-48 
Per engine-hout 12-33 11-21 10-97 11-13 15-85 
lrain-miles Freight—Per train-hour ; . 8-93 9-37 9-04 8-65 9-22 
Per engine-hout . 3-64 3-42 3°85 3-68 3-14 
Engine miles lotal ; - : : 46,463,585 7,423,295 12,765,059 17,031,813 6,430,110 
Increase | or decrease 1,381,792 315,874 613,438 629,392 188,733 
\lileage run by engines otal train-miles 
Coaching ms 6 - . 23,162,236 3,122,301 5,206,826 7,288,164 4,872,378 
Freight i 4 : : 10,615,381 1,934,052 3,650,209 4,463,291 548,783 
Engine-hours in traffu lotal.. Me 5,000,373 870,565 1,496,933 1,946,856 500,425 
Increase or decreast x , 275,588 52,483 92,845 127,844 | 161 
Shunting miles per 100 train-miles | 
Coaching > ; ; wits , 7°39 7-06 6-381 7-70 8-38 
Freight ' Pie je , ey af 70-92 82-06 65-44 66°56 | 93-91 


Passenger Traffic Statistics: Number of journeys, receipts, and receipts per journey (excluding season ticket holders)—February, 1939 


Subject | Great G.W.R. L.N.E.R. | L.M.S.R. S.R. Cheshire Liverpool | L.P.T.B.+ Mersey 











Britain Lines Overhead 
Full fares 
Pass. journeys ..| 28,689,161 489,492 724,412 1,027,187 2,284,309 10,126 146,971 | 23,285,938 74,355 
Gross receipts ..| £697,215 £49,722 £80,148 £84,802 £154,193 £1,698 £1,536 £312,683 £1,262 
Receipts per pass 5-83d 24-38d 26-55d 19-Sld 16-20d 40 -24d 2-5l1d 3-22d 4-07d 
Reduced fares | 
Excursion and } 
week-end | 
Pass. journeys 30,315,953 3,072,231 6,818,325 10,271,125 7,031,356 324, 369 70,942 1,315,656 592,511 
Gross receipts £1,679,250 £251,789 £375,739 £601,073 $371,495 417,474 {691 £28,099 {8,851 
Rec eipts per 
pass. journey 13-29d 19-67d 13-23d 14-04d 12-68d 12-93d 2 - 34d 5° 13d 3-59d 
Workmen 
Pass. journeys 26,189,649 1,847,867 3,499,550 7,150,048 5,579,786 257,716 234,364 6,520,136 264,416 
Gross receipts £394,990 £28,390 £59,288 £119,430 £94,327 £4,425 42,034 £74,417 {2,321 
Receipts per 
pass. journey 3-62d 3-69d 4-07d 4-Old 4-06d 4-12d 2-08d 2-74d 2-11d. 
Other | 
Pass. journeys 3,082,973 378,244 677,411 898,645 650,608 25,265 50,557 339,882 8,081 
Gross receipts £343,925 £51,666 {87,227 £122,409 (71,563 £3,508 £347 £3,333 £170 
Receipts per 
pass. journey 26-77d 32-78d 30-90d 32-69d 26-40d 33 -32d 1-65d 2 -35d 5-05d 
Potal 
Pass. journeys’ ..| 88,283,646 5,788,968 | 11,720,909 | 19,349,709 | 15,546,873 502,834 | 31,461,612 939, 363 
Gross receipts ..| £3,123,694 £383,009 {604,197 £931,966 £692,357 £4,608 £418,532 £12,604 
Receipts per pass. 8-49d. 15-88d 12-37d. 11-56d. 10-69d 2-20d 3-19d 3-22d 
* Allstandard gauge railways t Includes passengers originating on the railway undertakings, and on the Whitechapel and Bow Joint Railway 
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RAILWAY RATES TRIBUNAL 


Comprehensive statement by Sir William Wood on railway developments since 1927 


i Railway Rates Tribunal, consisting of Mr. W. 
Bruce Thomas, K.C. (President), Mr. Herbert, E. 

Parkes, and Mr. John Quirey, began on Wednesday, 
June 14, at the Incorporated Accountants’ Hall, Victoria 
Embankment, W.C.2, its annual review of the standard 
and exceptional charges of the four amalgamated railway 
companies. 

The railway companies were represented by Sir Walter 
Monckton, K.C., and Mr. A. Tylor. An appearance was 
lodged by the British Iron and Steel Federation, repre- 
sented by Mr. W. Lyon Wood, and officials of the Mining 
Federation were present. 

Sir Walter Monckton explained that the total traffic 
decreases in 1938 compared with 1937 were: —L.N.E.R., 
£2,502,961; L.M.S.R., £3,063,904; G.W.R., £1,305,888; 
and Southern, £14,033. Passenger train receipts were up 
£19,588 on the L.M.S.R. and £42,600 on the Southern, 
but in train traffic there was a decrease of 
£6,671,600, to which all the companies contributed. Com- 
pared with 1936 the gross receipts of the four companies 
in 1938 showed a net decrease of £174,435, the Great 
Western and the Southern showing increases. The course 
of traffic in 1938 was chequered, as for the first ten weeks 
of the year there was an improvement, followed by a 
series of decreases. The average annual net revenue of 
the four companies for the years 1936, 1937, and 1938 was 
less than the standard plus allowances by £17,153,344 or 
33°40 per cent., and the adjusted average net revenue, 
after allowing for arrears of rates 1931 to 1936, brought 
to account in 1936 and 1938, was £13,855,467, or 26-98 
per cent., below the standard. These deficiencies on stan- 
dard revenue were likely to continue in spite of the present 
improvement in traffics. No one had come forward to 
say that these deficiencies were due to inefficient manage- 
ment or want of economy in working. 


SIR WILLIAM WOOD’S REVIEW 

Sir William V. Wood, Vice-President, L.M.S.R., put 
in tables showing the figures to which Sir Walter Monckton 
had referred. He explained that no claim was being made 
for additional allowances for capital raised or provided. 
Last year he had said that the increased charges intro- 
duced in October, 1937, had not caused any material 
loss of traffic, and subsequent experience had confirmed 
this view. But for the increase in charges the position 
would have been much worse. The pooling arrangements 
between the L.M.S., L.N.E., and Great Western companies 
were now producing economies of £420,000 a year. Agreed 
charges had in 1938 brought in £4,250,000, an improve- 
ment of £600,000. In comparison with 1937, merchandise 
receipts in 1938 in Classes 7-21 were down £2,634,930 
or 636 per cent.; receipts in Classes 1-6 were down 
£2,571,984 or 17°65 per cent.; and coal class receipts were 
down £1,357,899 or 3-96 per cent. The full effect of 
increases in wage costs and of higher prices of materials 
in 19388 was about £4,000,000 over 1937, and about 
£8,000,000 over 1936. 

First class passengers had in 1938 declined 930,000 in 
comparison with 1937, with receipts £52,000 lower. The 
number of third class passengers was lower by 52,000,000 
and third class receipts were reduced by £304,000. Although 
2,120,000 fewer workmen were carried workmen’s fares 
brought in £54,000 more. Season tickets on an annual 
basis represented 5,000 fewer passengers, but season ticket 
receipts showed a net improvement of £170,000. 


goods 


The next part of Sir William Wood’s evidence 
reference to developments in facilities and economi: 
the past eleven years. 

The recommendations of the Transport Advisory ( 
cil to the Minister of Transport, which were recently 
lished, include proposals for the repeal of the provisions 
of the Railways Act, 1921, relating to the adjustme: 
charges to revenue. If anticipations that these wil 
given legislative effect within the next twelve months 
realised, the Railway Rates Tribunal will no long 
charged with the duty of reviewing annually the stand 
and exceptional charges of the four main-line compai 
and, in that event, the annual review conducted by 
tribunal this week, may prove to be the last. For this 
reason Sir William V. Wood, Vice-President, L.M.S.! 
who gave evidence on behalf of the companies, took 
opportunity of presenting to the tribunal an extre1 
interesting and comprehensive review of railway devel 
ments since 1927. The standard charges were introdi 
on January 1, 1928, and at each annual review si 
held, the tribunal has considered the evidence of the co 
panies and examined their financial accounts and stati 
cal returns. The review made by Sir William, howe. 
affords a wider view of the changes between 1927 
1938 than has been possible on the examinations of 
separate annual statements. 


Capital and Renewal Expenditure 

During the eleven years the companies have continu: 
the development of their undertakings in order to me« 
the needs of their businesses and have expend 
£75,100,000 on capital account on additional works ar 
improvements. Concurrently, works no longer requir 
have been demolished or abandoned and written out of 
capital account, and land and other assets not require: 
have been sold, resulting in a credit to capital o! 
£16,800,000. Of this sum £55 millions have been 
credited in respect of railway lines, £2-8 millions in respect 
of docks and £5-7 millions in respect of land (not railway). 
During the same period £184-5 millions were expended on 
the renewal of existing assets. The total expenditure unde1 
these heads in the eleven years was therefore £260 millions 
which is 22 per cent. of the companies’ total capital expen 
diture at December 31, 1938 (£1,175 millions). A larg 
proportion of the companies’ total capital expenditur 
represents land and other permanent assets such as cut 
tings, tunnels, embankments and foundations which do not 
require periodical complete renewal and when this is taken 
into consideration the high proportion of capital works 
represented by the expenditure of £260 millions since 1927 
is apparent. Some of the principal items involved are :- 

Railway rolling stock (£82-2 millions).—Renewal and 
improvement of stock of locomotives, carriages, wagons 
containers, &c. 

Way and works (£47 millions).—Renewal and improve 
ment of permanent way (of which 14,000 miles were com 
pletely renewed); widening of lines; modernisation of 
passenger stations, goods depots and equipment; reorgani- 
sation of rail and road motive power depots and 
workshops; improved methods of signalling. 


Improved Facilities 
The effect of this large outlay in a period of depression 
in the railway industry has been materially to improve the 
facilities for railway users and to assist in the reduction of 
working costs. Additional passenger train services have 
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, provided, the loaded passenger train-mileage having 

n increased from 236 to 274 millions, or nearly 16 per 
ccnt., in the eleven years. This has been accompanied by 

videspread acceleration, the number of miles per train- 

having increased by 6 per cent. Passenger facilities 

been greatly extended during the same period. The 

iber of sleeping cars, for instance, has risen from 209 
1927 to 380 in 1938, and the greater use made of them 
lustrated by the rise in sleeping car fees from £178,500 
£321,000, a contributory factor, of course, being the 
roduction of third class sleepers in 1928. Similarly, 
aurant car and buffet car services have been developed 
nany directions and the number of meals served (other 
n those in Pullman or other contractors’ vehicles) has 
reased from 6,700,000 to 8,050,000. Many improve- 
nts in carriage design and in the track have added to the 
nfort and convenience of passengers, particularly on 
g-distance trains. Reference was also made to the 
possibility of avoiding overcrowding at times of maxi- 
um demand when the difficulties of the railways, which 
nnot be entirely overcome on an economic basis, are 
centuated by prevailing business conditions and the 
bits of the travelling public in concentrating the bulk 
holiday travel into two or three weeks of the year. 

A marked feature of railway travel during the period 

ider review has been the change in the distribution of 
sassengers as between ordinary and cheap fares, which has 

cessitated re-arrangement of railway facilities to meet the 
ew traffic requirements. Thus the number of originating 
assengers conveyed at ordinary fares in 1938 was 36-1 per 
ent. of those conveyed in 1928, while those conveyed at 
heap fares represented 130 per cent. of the 1928 total, the 
revenue earned under these heads in 1938 being 26-5 per 
ent. and 156 per cent. respectively of that earned in 1928. 
[he increase in cheap fare travel arises from the ever- 
xtending list of facilities, including monthly return, day, 
half-day and evening trips which are issued under general 
\urangements or in connection with special events. Bulk 
travel vouchers issued to firms for use by their staffs are of 
rowing importance and in 1938 represented £1,500,000 
with an average fare of 15s. per voucher. All these cheap 
fare arrangements are regularly reviewed with the object 
f ensuring that the greatest possible volume of traffic is 
ittracted to the railways at charges which will not unduly 
iffect normal receipts. 

The speed of freight trains has been generally increased 
ind many new vacuum-fitted trains have been introduced 
n order to enable next day deliveries to be effected over 
long distances. The development in container traffic can be 
visualised from the fact that the stock of 521 in 1928 has 
now risen to 15,511, while demountable tanks for bulk 
liquids, special vehicles for perishable traffics, shock- 
ibsorbing wagons and movable partitions to prevent the 
breakage of fragile articles, are valuable results of the 
combined efforts of the commercial and technical research 
sections. The number of road vehicles has increased from 
2,837 to 10,367 and improved terminal arrangements have 
been made to cater for the new ranges of traffics which are 
available. On the commercial side 824 agreed charges are 
now in operation. 

Economies 

During the whole of the period particular attention has 
been paid to the possibility of effecting reductions of cost 
concurrently with improving and extending facilities 
generally. Many considerations have to be borne in mind 
in dealing with such matters, but in the eleven years 235 
miles of track and 223 stations have been closed to all 
traffic and 951 miles of track and 412 stations to passen- 
ger traffic only. On the other hand, 261 new passenger 
and 19 new goods stations and several new branch lines 
have been opened with the net result that during the 
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period the route mileage was reduced from 19,335 to 
19,132 and the track mileage from 35,394 to 35,362. 
Numerous instances were given of true economies, of which 
the following are examples : — 

Way and Works.—Travelling gangs on motor trolleys 
for track and signal engineering; Welding of crossings with 
resultant added life; ‘‘ Carrier ’’ telephone circuits; Re- 
clamation and grading for re-use or sale of old materials; 
Centralisation of signalling and elimination of signal 
boxes; Mechanisation of traffic yards, &c. 

Rolling stock.—Standardisation of parts; Concentration 
of repair work; Improvements in design and manufacturing 
plant and methods. 

Locomotive running.—Mechanical handling of coal and 
ashes; Softening of water to reduce boiler repairs; Intro- 
duction of light passenger units. 

Operating.—Replanning of locomotive and __ train 
schedules to secure increased user of stock; Mechanical 
carriage washing and cleaning plant. 

Railway Working Expenditure 

During the eleven years the total railway working expen- 
diture fell from £144-7 million to £133-8 million, a de- 
crease of £10-9 million of 7:49 per cent., and the following 
table shows the trend under the four main headings, 
standardised on 1928:— 


Main Main- 
tenance tenance | Operating Other Tot: 
: otal 
of way of rolling expenses expenses 
and works stock 

1928 . 100 -00 100 -00 100 -00 100 -00 100 -00 
1929 .. 99 -62 102-18 97-99 93-31 98 -52 
1930 .. 93-65 97-79 97 -04 90-61 96 -06 
1931 .. 85-69 87-88 90-48 73°78 87-73 
ae .. 80-79 79-36 85-89 69-03 82-38 
9633 .. 79-62 78-41 84-01 69-44 80-99 
1934 .. 82 -57 84-55 85°55 70-03 83-46 
1935 .. 85-28 84-24 86-53 72-75 84-63 
1936 .. 88-12 88-25 89-24 75-18 87-55 
igs7 ... 93-56 91-54 93-14 76-92 91 -37 
1938 .. 97-91 92-59 94-21 73-83 92-51 


The costs of labour, and the prices of materials showed 
material variation from year to year and after allowance 
is made for these and for interest on the additional capi- 
tal outlay, the net saving in 1938 as compared with 1928 
was £15-7 million or 11 per cent. During the eleven years 
the expenditure on the maintenance of way and works 
shows a reduction of about 7 per cent. (adjusted for prices) 
and during the period one half of the track subject to 
complete renewal has been renewed. In the case of rolling 
stock, the decrease in the expenditure on maintenance is 
about 12 per cent. (adjusted for prices) despite a 3 per 
cent. increase in eugine-miles. It is in this direction that 
the most marked technical advances have been achieved: 
for instance, the miles run per steam engine per annum 
increased from 23,127 in 1928 to 27,710 in 1938, or by 
17-5 per cent. Operating expenditure shows nearly the 
same degree of improvement as rolling stock. Coal for 
steam locomotives increased in price by 1s. 4d. per ton 
or 8 per cent. in the eleven years and this represented an 
additional expenditure on 1938 consumption of £833,000. 
On the other hand, consumption was reduced by 1-1 Ib. 
per mile, which represented a saving of 263,000 tons or 
£234,000. Overall it is estimated that of the savings in 
operating expenditure (£49 millions, adjusted to £8-5 
millions for prices), about £13 millions represent the 
savings due to reduced traffic, leaving a real net saving of 
£7 millions or 8-3 per cent. 

The ‘‘ other expenditure ’’ reflects the reduction of £3} 
millions in local rates and rate relief following the reduc- 
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tions in the valuations and it also reflects the reduction .oi 
15 per cent. in directors’ fees to £90,000 per annum, a 
figure which should be compared with the gross receipts 
of £190 millions. 
Railway Gross Receipts 
The position under this head is unsatisfactory as the 
total receipts fell from £181-5 millions to £159-7 millions, 
a reduction of £21-8 millions or 12 per cent. The trend 
is clearly shown in the following table : — 


Mer Mer- 

Passen Parcels chandise, chandise, Coal rotal 
gers & (Classes | (Classes 

7-21) 1-6) 
1928 100-00 100-00 100-00 100-00 100-00 100-00 
1929 96 -63 100 -60 99-09 105-65 108-88 | 100-73 
1930 ; 91-77 100-31 92 -02 95°55 103-14 95-12 
1931 84-34 96 -36 84-52 80-54 95-80 87 -32 
1932 : 79-19 91-04 74°57 67-17 90 -57 80-08 
1933 . 79°53 91-69 74-11 73°47 87-70 80-06 
1934 ; 81-40 92-14 77-46 83-93 91-68 83-28 
1935 83-72 91-41 78:17 84-34 92-47 84-41 
1936 86-91 92 -30 82-12 89-71 95-54 87:78 
1937 ; 91-29 93-58 84-37 95-30 102-47 91-76 
1938 91-00 93-73 79-06 78:42 98-41 87-96 


(figures standardised on 1928 


The largest decrease in money occurred in merchandise 
(Classes 7-21) amounting to £10°3 millions or 21 per cent. 
The decrease from passengers was £5°6 millions (9 per 
cent.) and from parcels £1-1 millions (6 per cent.). The 
decrease in minerals and merchandise in Classes 1 to 6 
was £3°3 millions (21:5 per cent.) and from coal £533,000 
(1:5 per cent.). The change in the nature of passenger 
traffic has already been explained. Receipts from parcels 
and other merchandise by passenger train have been 
generally well maintained, although have been 
suffered in fish and milk traffic, through road haulage 
competition, and, in the latter case, through the opera- 
tions of the Milk Marketing Board. Receipts from mails 
and parcels post have increased by £183,000 or 4-75 per 
cent., a contributory factor being the growth of the 
‘“‘ football pools.’’ The decline in merchandise receipts 
(other than Classes 1 to 6) has been partly due to the 
condition of the heavy industries but mainly to diversions 
to other forms of transport which are free from rate con- 
trol and to protective reductions in rates to avoid othe 
diversions. In the case of traffics in Classes 1 to 6, 
marked reductions have occurred in the rail carryings of 
such traffics as bricks, tiles, gravel, sand and road-making 
materials due to the activities of road hauliers. 

So far as merchandise rates are concerned, of the two 
causes of decreased merchandise receipts, loss of traffic 
(due to trade conditions and diversions to other means of 
transport) is more important than reduced rates. Some 
1,400,000 exceptional rates have been introduced in the 
eleven years to retain traffic or to provide for new 
streams of traffic. but there is a limit to such quotations 
unless the whole basis of the Railways Act is ignored and 
rates fixed for all classes of traffic, regardless of classifica- 
tion, on a basis competitive with other forms of trans- 
port. Railways have been told, for example, that packed 
confectionery and packed explosives are carried at the 
same rate by road hauliers and that the same should 
apply to railway rates, although the railway standard 
rate for explosives is, at 50 miles, double that for confec- 
tionery. No suggestions have been received from such con- 


losses 


signors, however, that the converse should apply and the 
rates for traffic in the lower classes increased to the level 
of the road rates. 
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The receipts from coal were relatively the best. J 
has, however, been an appreciable increase in < 
distance traffic not railborne and in traffic by coastal! 
ping to London and other southern ports. | The tor 
of sea-borne coal to London increased from 10-1. t 
million tons in the eleven years. 


Railway Net Receipts 


The net railway position is shown in the follo 
table :— 


1928 1938 Decrease 
Pe 

| Millions / 

| 
Gross receipts IS1L-5 159-7 21-8 12 +4 
Iexpenditure 144-7 133-8 10-9 9 
Net rec eipts 36°8 25-9 10-9 29 
Net receipts per cent of 

gross receipts 20-29 16-21 


The reduction of £10-9 millions in net receipts unck 
states the ultimate position owing to the interest cost 
the new works and changes in the interest cost of float 
capital which do not come into this account. 


Net Revenue 
The net revenue results for each year after allowing | 
the results of ancillary businesses, rents, interest, & 
are summarised below, the years 1931-1935 being adjust: 
for subsequent recoveries of rates and rate relief, 
relation to the standard revenue and allowances for n 
capital provided :— 


Average net 
revenue for 
three vears 


Standard revenue Net revenue 


Millions 4 Millions 4 Millions J 

1928 <a 50-1 41-0 

1929 Pa 50-3 45-0 

1930 ba 50-5 37-7 41-2 
1931 - 50°8 35-1 39-3 
1932 - 50-9 28-7 33°9 
1933 go 51-1 31-1 31-7 
1934 te 51-3 33°8 31-2 
1935 i? 51-3 34-1 33-0 
1936 ~ 51-3 35-7 34°5 
1937 se 51-4 37-9 35-9 
1938 ei 51-4 29 +) 34-2 


Efficiency and Economy 

No representations have ever been made to the tribunal! 
that there is a lack of efficient and economical working and 
management, and on the evidence placed before that body 
on this occasion, Sir William Wood submitted that in the 
modernisation and improvement of their facilities; the com 
mercial research and development of their businesses inside 
the existing law; their research and performance in regard 
to construction, maintenance and operating methods, and 
in the use of their financial resources to the best advan 
tage, the railways have justified the conduct of their affairs 
to the full. 

Sir William Wood continuing his evidence said that 
during the first twelve weeks of 1939 the decline in trafti 
had resulted in a decrease of {£1,789,000, or nearly 
£150,000 a week. In the next eleven weeks the position 
had turned, and there was an increase of £1,674,000, so 
that for the 23 weeks the decrease was only £115,000. 

The tribunal adjourned until yesterday. 
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THE INSTITUTE OF TRANSPORT AT SOUTHAMPTON 


The annual congress of the institute opened on June 14, and continues with 
a programme of meetings, functions, and visits until tomorrow (Saturday) 


s {S associations and its history qualify Southampton as 
* a rendezvous for the annual congress of the Institute 
of Transport. To the average citizen Southampton 
eans transport in its most attractive sense—transport 
sea to the distant places he dreams of visiting when- 
er—if he is a Londoner—his footsteps take him to the 
inity of Cockspur Street. Rudyard Kipling expressed 
is yearning in verse when he wrote of ‘‘ Rolling Down 
Rio,’’ and it will be remembered that he was quite 
ecific about how to get there—‘‘ Yes, weekly from South- 
\pton great steamers white and gold . Today 
uithampton offers more than great steamers to the long- 
istance traveller. There are those romantic dawn depar- 
ires (possibly less romantic for those who must get up 
time to catch them) of the Empire flying boats, and 
at is a service which makes even the confirmed stay- 
home interested in Southampton because of the revo- 
tion in the speed of business correspondence worked by 
iil-carrying aircraft. 

Whether the traveller leaves Southampton by liner, by 
lving boat, or merely by ferry steamer for the Isle of 
Wight, the chances are greatly in favour of his reaching 
he port by railway. There is an historic association be- 
tween Southampton and the railway as strong as the 

ental association between Southampton and means of 
ransport closely related to common experience. 
\lthough the original Southampton Dock Company was 
formed to develop this ‘‘eligible situation ’’ in 1836, at 
vhich time the South Western Railway reached only to 
Winchfield, dock and railway enterprises made contact 

Southampton as early as 1840. They continued as 
ndependent but complementary services until 1886, when, 
the dock company being in financial difficulties, Parlia- 
ment authorised the London & South Western Railway 
to make it a loan of £250,000 on the security of a 4 per 
ent. preference stock, specially created. But the dock 
company’s difficulties were not yet fully resolved, and as 
the only source of further aid was the railway, the 
L.S.W.R. decided to purchase the undertaking, this trans- 
iction taking effect on November 1, 1892. The develop- 
ment of the port under railway ownership was dealt with 
in some detail on the occasion of the centenary of South- 
impton Docks last year, in our issue of October 14. 

At the present day the docks cover an area of 500 acres, 
providing a total quayage accommodation of over 30,000 
ft. Every year 19,000,000 tons of shipping are handled, 
representing trade with all parts of the world. Regular 
services are maintained with 160 ports by 30 shipping 


less 


On the next two pages we 
tions of Southampton Docks. 


companies. Accommodation is available at Southampton 
at all states of the tide for vessels ranging from the largest 
ocean liner to the smallest coasting craft, and the open 
docks, unimpeded by locks, obviate delay on entering and 
leaving. We cannot close this review of the daily work at 
Southampton without recalling the special event of national 
interest of which it will be the scene when the Empress of 
Britain arrives there next week, bringing home the 
King and Queen from their visit to the New World. 

Members of the Institute of Transport assembled in 
Southampton for their annual congress on Wednesday, 
June 14, and at a meeting in the ballroom of the South 
Western Hotel on that day the President, Mr. Gilbert 5. 
Szlumper, declared the congress open. A_ paper on 
‘ National Aspects of Transport ’’ by Mr. G. F. Bilbrough 
(Member), Railway and Traffic Expert, Birmingham 
Chamber of Commerce, was then introduced by the author. 
A précis of this paper and also that by Mr. R. P. Biddle, 
Docks & Marine Manager, Southern Railway, will be pub- 
lished in our issue next week. Social activities began at 
once, a trip to the New Forest for the ladies being arranged 
at the same time as the opening meeting. These activities 
were preludes to the reception at the Guildhall by the 
Mayor of Southampton and the Mayoress on Wednesday 
evening, after which there was dancing until midnight. 

Thursday morning offered alternative visits for the 
gentlemen—who could choose between the Southern Rail- 
way works at Eastleigh or the depots of the Southampton 
Corporation Transport Department and Hants & Dorset 
Motor Services Limited—and a motorcoach tour of South- 
ampton for the ladies. In the afternoon parties went 
either to the Southampton municipal airport or the works 
of John I. Thornycroft & Co. Ltd. A reception by the 
President and dancing in the ballroom of the South Wes- 
tern Hotel concluded the day. 

Today (Friday) Mr. R. P. Biddle’s paper on ‘‘ The Port 
of Southampton ’’ is being presented in the morning, while 
the ladies again have the opportunity of a motorcoach ex- 
cursion, visiting Winchester and Romsey. In the after- 
noon Southampton Docks are being visited, on which 
occasion those attending the congress will enjoy the hospi- 
tality of the Southern Railway. Dinner tonight will be 
taken on board the R.M.S. Alcantara, by courtesy cf 
Royal Mail Lines Limited. A dance follows. Tomorrow 
morning a cruise will be made in Southampton Water and 
across to the Isle of Wight on the Southern Railway 
cross-channel steamer Dinard. ; 

A full report of the congress will be published next week. 


publish a plan and illustra- 
The plan includes the latest 


extensions, and may be studied in conjunction with the 
aerial view of part of the docks which faces it. In front 
of Shed No. 101, seen in the second illustration, there now 
stands the docks centenary commemorative column un- 
veiled by Mr. R. Holland-Martin, Chairman of the Southern 
Railway, last year. 
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The Canadian Pacific liner 


An aerial view of a portion of the docks at Southampton 
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RESIGNALLING BETWEEN NORTHALLERTON AND DARLINGTON, L.N.} 


All-electric interlocking frame and panel type 

installations form part of important work which 

will eventually provide complete power signalling 
at and between York and Darlington 


astern area, is 33 ft. long and contains 155 levers 





ae some time past important and extensive resignal- 
ling works have been completed, or put in hand, 
in the North Eastern area of the L.N.E.R., and 

that at Hull, Paragon station, was described in THE RAIL 
WAY GAZETTE for July 1, 1938, page 23. At York station 
what will be the largest power interlocking plant of its 
kind in the world and will be worked on the route-setting 
system is in course of construction. From a point just 
north of York, colour-light signalling has been in opera- 
tion for some time as far as Northallerton, including the 
first panel route control interlocking plant at Thirsk, opened 
in 1934, while north of Northallerton there were further 


y NP 
ray iy rx “rd KY 


im a # 


of the Westinghouse Brake & Signal Co. Style 
pattern. There are 151 working levers, mad 
of 86 for signals and slots, 47 point and derailer \ 
and 18 levers for releases and working detonator pl 
It is estimated that an equivalent route relay interl 
apparatus would have required approximately 150 
switches, 47 point, and 18 release switches. 
Colour-light signals, using searchlight equipments 


being used throughout, with theatre type route indica 
where conditions necessitate it and the five-lamp 
position-light junction indicator, 


already in use in 
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Old and new signal boxes at Darlington South, with signals, including junction and route indicators 


sections of automatic colour-light signals, including some 
mechanically controlled as well as the first approach-lighted 
automatic signals in Great Britain, between Eryholme and 
Black Banks (Darlington), installed in 1928. These auto- 
matic sections have been, or are being, modernised in 
certain important respects, chiefly to provide four-aspect 
indications, required in connection with the running of 
high-speed trains over these important stretches of main 
line. 
Power Signalling at Darlington 

This work, at the north end of the 14-mile stretch of 
line from Northallerton, includes extensive alterations, in- 
cluding the abolition of Darlington East and West signal 
boxes, the transference of certain functions to the Darling- 
ton North box, which contains a 150 lever mechanical 
locking frame (some of the levers controlling electrically 
worked points and colour-light signals), the abolition of 
the Black Banks and Croft signal boxes (for which ground 
frames have been substituted, using the box itself, however, 
in the latter case), the abolition of Darlington West and 
South boxes, and the introduction of a new South box, 
equipped with an all-electric power frame, with electric 
interlocking. This frame, the first of its kind in the North 


area and illustrated in THE RatLway GAZETTE for May 27, 
1938, page 1027. This provides a highly arrestive indica- 
tion for drivers taking a diverging route and one which 
has met with their approval. For the direct route a colour- 
light aspect alone appears. Under this system, too, a 
driver never has to pass a red light, while the construction 
of the signals and their supporting posts is much simplified 
compared with what is necessary for splitting signals. All 
subsidiary signals are of the position-light type, as else- 
where in new work in the North Eastern area. Continuous 
track circuiting is, of course, provided, with the route- 
and-approach-locking controls now customary in installa- 
tions of this kind. The work at Darlington was opened in 
two stages on April 30 and May 7. 


Panel Apparatus 


At Eryholme junction a panel apparatus, with switches 
mounted on the track diagram, in the manner intro- 
duced at Sessay when the colour-light signalling was in- 
stalled above York some few years ago, has been provided, 
the points being worked mechanically by ordinary full- 
sized levers, electrically interlocked with the panel. This 
new signal box was opened on June 11. At, Northallerton 
a new signal box of three stories has been built opposite 
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155-lever electrically-interlocked power frame 
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Interior of Darlington South signal box showing 
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Eryholme junction signal box, with interior view showing control panel 


the old mechanical one. The two lower floors contain 
the relays and maintenance staff shop, the top floor form- 
ing the control room, where a route-setting panel appara- 
tus, with handles grouped in front, as at Hull, Paragon 
station, has been installed and is expected to be put into 
service in September next. As the illuminated diagram in 
the accompanying illustration shows, the box controls a 
considerable area. The necessary signal gantries and over- 
hanging brackets have been constructed from materials 
obtained from structures dismantled elsewhere, neatly and 
efficiently built up by electric welding where required. 


A 





Route interlocking panel apparatus at Northallerton 





New colour-light signal on all-welded signal bracket 
at Darlington 


Many miles of flame-proof wire have been used for internal 
wiring, and of steel armoured cable outside the signal 
boxes. 

Power Supply 


Small powerhouses, containing the transformers for con 
necting with the incoming main supply and diesel engine 
emergency stand-by sets, have been provided at Northal- 
lerton and Darlington, with automatic starting in case of 
supply failure; every effort has been made to obtain the 
highest standard of efficiency and safety in every detail 
of the work, which forms an important part, of one of the 
largest and most complete main-line resignalling schemes 
ever undertaken in this country. We are indebted to the 
L.N.E.R. for the above particulars and hope to reproduce 
a plan of the work, with further details, in due course. 
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The King and Queen in the Rockies on the rear platform of their train, with the lower slopes of 
Mount Robson in the background. Their Majesties are seen acknowledging greetings from a little 
Photo group at this remote spot [The Times 


Picturesque ceremonies were staged 
last week-end to mark the centenary 
of the first railway in Alsace. The 
occasion is not the exact centenary. 
for the line in question, the Mul- 
house-Thann Railway, was opened 
in September, 1839. The under- 
taking was promoted in 1836 and 
authorised by law of July 17, 1837. 
The view on the right shows the 
representative train of a hundred 
years ago at Mulhouse on Sunday 
last. The ceremony was attended 
by the French Minister of Public 
Works, and officers of the French 
National Railways Company. Of 
this pioneer Alsace railway, the 
Lutterbach-Thann section remained 
a minor branch line, but the Mul- 
house-Lutterbach portion soon be- 
came a link in the Strasbourg-Basle 
railway, the first main line in 
Alsace. The new station at Mul- 
house was illustrated on page 944 
in last week’s issue 


| 


—— 
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COMPRESSED 


June 16, 1929 


AIR IN LOCOMOTIVE WORKSHOPS 


Newly installed air compressors at Stratford 


works, L.N.E.R. 


HEN the Stratford works of the L.N.E.R. were 
W modernised about five years ago to reduce the 
time taken in repairing engines, the shops were 
rearranged so as to approach a line flow of work, and 
speed-up the component shops. Since this reorganisation, 
the use of pneumatic tools has so extended that it recently 
became necessary to instal two further motor-driven com- 
pressors, each supplying 750 cu. ft. of air per min. 
Both sets were manufactured by J. Browett Lindley (1931) 
Limited, of Letchworth, Herts; installation of one has 
just been completed and the other is at present unde 
erection. When both are in operation they will supply a 
large proportion of the air requirements. The new com- 
pressors are of the two-stage, totally enclosed, forced 
lubricated, double-acting type, with cylinder lubrication 
arranged separately from that of the motion work. This 
results in an extremely small oil consumption and main- 
tains the outlet air practically free from contamination. 

In order to dispense with constant attendance, special 
consideration was given to the question of control, and as 
a result of the measures taken the compressor house is 
now for most of the time left unattended. The controls 
had to meet widely varying conditions of demand, and 
for this reason two systems were installed, namely, a 
mechanical unloading device for continuous running, and 
an electrical start-and-stop relay for periods of fluctuating 
demand. During normal working hours in the shops, the 
equipment is set to run continuously, the changeover fo 
intermittent working being usually made for periods when 
comparatively little compressed air is used, as for example 
during night work. 

The electrical control, supplied by Metropolitan Vickers 
Limited, is of particular interest; according to the ai: 
reauirements, the pressure in the main falls or rises 
beyond the predetermined limits and an auto-pressure 
switch, connected to the outlet side of the compressor, is 
brought into operation to make or break the main motor 
circuit. Thus a considerable saving in current results, 





Fig. 2—Compressed-air drive for cylinder reboring machine, controlled by cord 
seen in the operator's hand 





nee 


ae 


; 
\ 
A 4 


Fig. 1—Wall panel and pressure gauge, showing 
solenoid on left for locking motor control so that it 
cannot be started until compressor is unloaded 


especia'ly during periods of light demand. The pressure 
switch, of the diaphragm type, is housed with the neces 
sary relays in the panel seen above (Fig. 1). To 
prevent heavy surges of current, an electrical interlock 
is provided to ensure that before the motor can be started 
the compressor is automatically unloaded. This is effected 
by means of a spring-loaded solenoid fitted above and 
acting directly upon the inlet valve (see Fig. 1). When 
the motor attains full speed the solenoid is short-circuited 
and the inlet valve opens im- 
mediately. If for any reason, as 
for instance failure of the water 
supply, the outlet air should 
reach a dangerous temperature, 
a thermostatic switch provided in 
the air line would close down the 
compressor. 

The installation also includes 
separators to eliminate oil, and 
after coolers to remove moisture 
before the air passes into the 


mains. Cooling water, circu- 
lated by means of a_ pump, 


passes through the cooling tower 
built above the compressor 
house. 


Uses of Compressed Air 

Compressed air at 100 lb. per 
sq. in. pressure is available in 
most of the shops throughout the 
works at Stratford, and special 
mention should be made of its 
use in the boiler shop and under 
the boiler gantry. In the latter, 
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boxes are removed from the 

ilers where necessary and 

er preliminary work is done 
ore the boilers are transferred 
the main boiler repairing 

p. In the removal of the 

undation rivets, for example, 

countersunk heads are first 
lled with holes 2 in. dia. by 
eans of a _ Hi-cycle_ drill. 

‘tary motion for this tool is 

pplied by electricity, and the 

cessary thrust by compressed 

In the next stage a pneu- 
atic rivet-cutting gun fitted 
ith a punch is placed in the 
le formed as above described, 

id this has the effect of rapidly 
reaking off the countersunk 
ead into a ring of metal. 
Finally, the same gun fitted with 

swage punch is used to drive 
ut the whole rivet. Hi-cycle 
irills are also used in connection 
we ps dosseg a Hayne — Fig. 3 Tapping out old firebox stayholes with pneumatic tools in the main 
former are drilled and afterwards besler repair shop 
punched back by the rivet gun, 
ind the copper stays are also drilled, but a lighter hammer 
is used, one of which is suspended from the drilling rig. 
Che methods described have been developed as the most 
efficient means of carrying out what otherwise would be 
a lengthy and costly process. 

In the main boiler shop, where the majority of the 
repairing, remounting, and tubing work is done, com- 
‘pressed air tools are much in evidence, almost every 
stage of the work involving their use to a greater or 





In the erecting shop compressed air is used for the 
operation of reboring engine cylinders. The arrangement 
includes a compressed air motor rigged on the engine 
frame and driving a countershaft by means of a round 
belt. Transmission from the countershaft to the boring 
tool is by worm gearing, providing a suitable reduced 
speed for the boring tool. For this operation the cylinder 
boring bar, comprising the worm reduction gear, is bolted 
direct on to the cylinder face, the centering being from 
less extent. Pneumatic tools are utilised for tapping out the mouth of the cylinder, which of course is not subject 
old stayholes, for riveting the new stays, and for the to wear. The valve of the compressed air motor is 
many drilling requirements of the shop. actuated by means of a control cord (Fig. 2). The 

obvious advantage of this 
arrangement is its complete 
flexibility, allowing the operator 
to rig the motor in any con- 
venient position for the drive. 
The erecting shop also has in 
constant use compressed air 
chipping tools, riveters, and 
grinders for grinding horn 
cheeks and other work. For 
handling heavy components in 
the machine and fitting shops, 
air hoists are provided, and 
among other applications of the 
compressed air system are paint 
spraying, drilling, and grinding 
in the carriage repair shops. 








THE F.B.I. REGISTER.—The 
nineteenth edition of this‘work 
was published on Monday last, 
June 12. More than 200,000 
copies have been distributed to 
buyers and merchants in every 
part of the world since its in- 
ception. Upwards of 5,000 pro- 
ducts and their manufacturers 
are listed in nearly 400 pages. 
Other sections record trade names 
and trade marks. 





Fig. 4—One of the two 750 cu. fi. per min. air-compressors for driving tools 
at Stratford works 
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Fig. 1—General view of layout, showing superelevated siding and road vehicle alongside being loaded 





Fig. 2—Close-up of road vehicle alongside wagon 
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TERMINAL HANDLING OF FUEL AND MINERAL, ETC., TRAFFIC 


A system devised by the author for minimising labour and waste in unloading coal 


from wagon to road vehicle ; 


By E. G. GARSTANG, 
District Goods Manager, L.M.S.R., 


HE problems met with by railway companies often 
necessitate considerable ingenuity in their over- 
coming. Such a situation recently arose when, in 

rder to retain a heavy tonnage of industrial coal to rail 
ansport, it became necessary to devise means of reducing 
1e cost of discharging coal from wagons to road vehicles 
the receiving point. Although this might have been 
chieved by the installation of coal drops or shoots of 
iormal design, the railway depot at which the traffic is 
eceived being on one level, the physical circumstances are 
such that the erection of drops or shoots could be under- 
taken only at a heavy cost; and, in these circumstances, 
the charges for the use of the coal drops would have more 
than outweighed the savings in handling costs. 
Beginning from the standpoint that the scheme must be 





Fig. 3 (left) 


-Door and sideplates in open position for unloading. 


also effecting economy in connection with delivery units 


M.Inst.T.., 
Bolton 


released, and it falls on to the receiving bracket between 
the two side spill plates, releasing immediately approxi- 
mately a ton and a quarter to a ton and a half of the 
contents of the wagon at once into the receiving vehicle. 
It will be seen that by this a ‘‘ bottom ’’ is immediately 
formed in the wagon, so that the subsequent shovelling 
down the spillway into the vehicle of the remainder of 
the load is a very simple matter. For comparison, 
it should be mentioned that, for industrial fuel, the 
usual method today is to draw a vehicle alongside a 
wagon (the vehicle standing on the same wheel level as 
the trucks) and for each shovelful to be thrown over the 
top of the wagon into the vehicle. Apart from the physical 
effort involved in throwing each shovelful over the top of 
the wagon into the vehicle, the ‘‘ bottom ’’ (achieved 1m- 


Ser omsne ” 
(iViweUhor wh 


Note gap piate “‘H’”’ between door and wagon. 


Fig. 4 (right)—As above, but showing reverse side of gap plate, with engaging strip “ K”’ 


of the simplest nature in order to achieve the fullest 
possible savings, the arrangement shown in the accom- 
panying illustrations has been evolved. It incorporates 
the super-elevation of one of the sidings at the depot and 
the use of an adjustable system of apron discharge from 
wagon to road vehicle. The apron discharge system is 
at such a height that the vehicle to be loaded can be 
positioned beneath the spill of the apron and receive the 
coal with the minimum of physical exertion. 

Figure 1 is a general view of the super-elevated siding, 
showing the approximate position of the apron supports 
and a partly loaded vehicle in position. The method is 
for the right and left hand aprons to be positioned opposite 
the right and left hand lines of the doorway. These 
aprons slide freely along the two guide rails formed of 
channel iron of dimensions similar to signal rodding, and 
are referred to in more detail later. The door is then 


mediately under the new method) takes a long time to 
reach, and considerable physical effort is involved, with 
consequent loss of time. Under this new device, the 
actual elevation of the coal in the shovel is reduced to the 
bare inches necessary to get the shovelful and cast it down 
the slide, where it distributes itself into the receiving 
vehicle. 

The method of construction is rather interesting, and 
may be followed from the following notes on the illus- 
trations : — 

Fig. 1.—Shows the superelevation and general layout. 

Fig. 2.—An end on view, and the relative position of the re- 
ceiving vehicle to the side of the truck. 

Fig. 3.—The door down, with the side plates in position, as 
well as the ‘‘ gap cover’’ between the floor of the wagon and 
the dropped door. 

Fig. 4.—As Fig. 3, with the exception that it shows the re- 
verse side of the gap plate, with the engaging strip K that in 
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Fig. 3 is catching against the top of the dropped door. Due to 
its width and the two oblique angles in this plate, it is possible 
to cover any varying space between the floor of the wagon and 
the top of the door, consequent on the different modifications in 
the type of hinge employed. 

Fig. 5.—Shows the underneath of one of the wing boards, 
together with the four hooks A, B, C, D, that engage in the slide 
rails 





Fig. 5 


Underside details of wing plate (see also 
‘© KE, E1,” Figs. 2 and 3) 


Drawing more detailed attention to Fig. 5, it will be 
seen that the construction of the spill plate is such that the 
movable plate E can be swung back so that, at the conclu- 
sion of work, clearance is left between the spill boards and 
the wagon side, to enable free shunting movement, but that 
(from observation of Fig. 3), when these plates are swung 
into position before the doors are dropped, complete pro- 
tection from the dropping of coal is afforded. To revert 
to Fig. 2, which gives details of construction: the curve 


spring M is of steel (3 in. in thickness and 5 in. in width), 
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and lies at 10 ft. intervals along the front of the eleva! 
road, anchored between the chairs and the sleepers so 
the weight of the loaded wagon, in every case, assis} 
maintaining rigidity. The spring curves in a swan 
directed towards the roadway, the front end carryi: 
wooden beam G’ running the whole length of the inst 
tion. On to the top of this beam is clamped a sec 
of channel iron G, with the channel towards the wa; 
From the back, or wagon side, of the top bend of 
supporting spring is carried another short steel sup 
which holds in position a second piece of channel irc: 
with its channel also pointing towards the wagon. In 
these two channels fit and slide the four grips, (A, B 
D), shown on the spill board E’ in Fig. 5, whilst the tu 
up of these slide pieces O and O’ (Figs. 2 and 5), runn 
along the face of the board G’, as stated earlier, prev: 
the displacement of the board due to the concussion 
the wagon door on opening. 

At the top of the board E’, the spill board wing plat 
E are fixed, and, being mounted radially at the top 
the board, come into a positive locked position due to t 
tongue, which will be seen at FE? in Fig. 5. Bey 
reference to Fig. 4, showing the underside of the door ¢g 
plate H, and the engagement picce at K, there is nothi 
more to describe in the apparatus beyond, perhaps, th 
rubbing board L, which is merely a continuous pla! 
secured to the face of the respective springs to enable t 
smooth drawing in and out of vehicles, that might othe 
wise catch the support, springs. The kerb P (Fig. 2), pr 
vents the over-hang of the vehicle, when approaching 
drawing from alongside the apparatus, coming too close t 
the rubbing board or the retaining wall N. 


Result of Operation 

In practice it has been found that not only is there 
great economy in terminal handling cost, from the pure 
angle of the labour of transferring coal from wagon to 
receiving vehicle, but a big elimination of fatigue; and, 
due to the reduction in standing time of the power-driven 
haulage unit that conveys the coal from station to works, 
further substantial economies are capable of achievement. 
The system described is capable of very wide application, 
whether at a railway depot or on private premises, and 
is equally suitable for bulk traffics such as lime, limestone, 
sulphur, roadstone, ore, etc., and the scheme could very 
well be adapted for use in connection with household coal 
by means of a simple shoot and a cut off arrangement 
allowing the coal to be discharged into bags or sacks 
resting on a portable weighing machine, mounted on the 
tail of the coal merchant’s vehicle. 








An Irish Railway Chemist’s Broadcast 


OME interesting facts emerged from a broadcast on 
April 20 from the Dublin broadcasting station by 
Mr. A. J. Burnell, Chief Chemist and Metallurgist in 
the Locomotive Department of the Great Southern Rail- 
ways. The title of the broadcast was “‘ Test-tubes and 
Trains,’’ and it opened with a popular description of the 
chemical analysis of water for drinking and locomotive 
purposes. The speaker estimated that the various waters 
used by a locomotive running daily between Dublin and 
Cork would, if used in their natural state, form each week 
a deposit of scale in its boiler weighing about 2} cwt. 
By the use in special plants of lime and, in some cases, 
soda as well, the impurities were removed. The speaker 
also reviewed the examination of lubricating oils, and 
paints and varnishes. Special age-accelerating tests were 
applied before selection of paints and varnishes, to en- 
sure that they gave the longest possible useful life in 
service. 


Turning to fuel, Mr. Burnell mentioned that 250,000 
tons of coal were consumed by G.S.R. locomotives each 
year, and about 12,500 tons of ash were left behind in 
them. As its quality greatly affected locomotive per- 
formance, analysis of the coal—and estimation of the 
fusion point of the ash—was one of the most important 
tests carried out by the railway chemist. In that way 
sooting-up of tubes and formation of clinker were guarded 
against. In this connection the broadcaster interjected 
the remarkable statement that a comparison of the returns 
of the Board of Trade and of the Irish Trades Journal 
revealed that the average speed of steam trains in Ireland 
was higher than in England—of passenger trains about 
30 per cent., and goods about 45 per cent. Details in 
support of this statement would be instructive. Later in 
his broadcast the speaker told how materials submitted 
to the railway laboratory claiming to be, say, water 
purifiers or fuel economisers, were examined; and how 
new materials had to be analysed and valued for classifica- 
tion as merchandise. 
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RAILWAY 


PERSONAL 


_.M.S.R. Cuter LEGAL ADVISER 
from June 30 next, Mr. H. L. 
nhill will retire from the position 
hief Legal Adviser to the London 
land & Scottish Railway Company 
will then act on behalf of the com- 
in a consultative or advisory 
city on certain special Parlia- 
ary and public matters and will 
1own as Parliamentary Consultant. 
Ir. A. Eddy, Solicitor to the com- 
has been appointed to succeed 
Thornhill and from July 1 will 
ibine the duties of Chief Legal 
viser and Solicitor to the company. 


H. LEMON AT THE AIR 
MINISTRY 
fhe arrangement made by _ the 
M.S.R. in June, 1938, under which 
-. E. J. H. Lemon was placed at 
disposal of the Air Ministry as 
irector-General of Production for a 
iod of twelve months, has now been 
continued for a further period of six 
nths. 


Mr. E. J. 


Mr. W. Handy, M.B.E., whose 
ppointment as_ Assistant (Outdoor 
Machinery Services), Chief Mechanical 
Engineer's and Electrical Engineer’s 
Department, London Midland & Scot- 
tish Railway, was recorded in our issue 
of June 9, was educated at Cranleigh 
School. He entered the Crewe locomo- 
tive works of the L.N.W.R. as a pre- 
mium apprentice in 1907, and four 
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Elliott 


Mr. W. Handy, M.B.E. 


Appointed Assistant (Outdoor Machinery Services), 
C.M.E. & E.E. Department, Euston, L.M.S.R. 


years later was transferred to the Elec- 
trical Engineer’s Department. From 
1914 to 1919 he served with the Royal 
Engineers (Signals), and was mentioned 
in despatches; he gained the crder of 
M.B.E. (Mil.). On his return to the 
L.N.W.R. Mr. Handy was stationed at 
Hclyhead, where he was appointed 
Junior Assistant in 1921 and District 
Assistant in 1926. In 1935 Mr. Handy 
came to Euston as Light and Power 





The Lord Mayor of London, Sir Frank Bowater (right), presenting to Mr. Frank 
Pick, Vice-Chairman, London Passenger Transport Board, the Publicity Cup 
awarded by the Publicity Club of London (see p. 995) 
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Elliott 


The late Mr. C. R. D. Pritchett 


Managing Director, Pritchett & Gold and E.P.S. 
Co. Ltd., 1920-37 


Assistant, C.M.E. & E.E. Department, 
which position he has held up to the 
time of his new appointment. 





We regret to record the death on 
June 11, at the age of 64, of Mr. 
C. R. D. Pritchett, Chairman of the 
National Accumulator Co. Ltd. Edu- 
cated at Charterhouse,. Mr. Pritchett 
received his technical training at 
Faraday House and at the works of 


Plenty & Sons, Newbury, and the 
Electric Construction Company, 
Wolverhampton. On completion otf 


his training he joined his brothers in 
the firm of Pritchett & Gold, and the 
whole of his business life was spent in 


the accumulator industry. He was 
especially well known in connection 
with accumulators for train lighting 


and had visited many countries in the 
interests of his firm. He was Managing 
Director of Pritchett & Gold and 
E.P.S. Co. Ltd. from 1920-1937, and 
Chairman of the National Accumulator 
Co. Ltd. from 1931 until his death. 
He was also Vice-President of the 
Accumulator Makers’ Association from 
1917-1920, and President from 1921- 
1924. 


From The London Gazette of June 2: 
Regular Army Reserve of Officers, 
Royal Engineers, Transportation: Lieu- 
tenant A. J. Clarkson, from Supp. Res. 
of Off., R.E. (Transportation), to be 
Lieutenant (June 3). 

Supplementary Reserve of Officers, 
Royal Engineers, Transportation. The 
following to be Second Lieutenants 
(June 3): N. H. Sellars, S. Jones, S. 
Davis (from 62nd A.A. Regt., R.A., 
T.A., late Cadet, Cheltenham Coll. 
Contgt., O.T.C.), D. Gibb (late Cadet, 
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dbergh Sch. Contgt., O.T.C.), G. W. 
yley (late Cadet Lce.-Corpl., Durham 
1. Contgt., O.T.C.), P. Liddell. 
L.N.E.R. APPoINTMENTS 
The L.N.E.R. 
appointments 


announces that the 
llowing have been 
de: — 

Mr. G. W. Pattinson, Stationmaster, 
rk, to be Stationmaster, Newcastle, 
succession to Mr. H. A. Butcher, 
10 will retire from the service under 
age limit on August 30 next. 

Mr. R. Thompson, Assistant District 
Superintendent, New- 
stle, to be District Locomotive 
iperintendent, Darlington, in suc- 
ssion to Mr. O. P. Hutchinson, who 
tired from the service on June 13. 


ocomotive 


Mr. R. Thompson, who, as recorded 


ove, has been appointed District 
scomotive Superintendent, Darling 
m, L.N.E.R., served his pupilage 
ider the late Sir Vincent L. Raven, 


hief Mechanical Engineer of the 

North Eastern Railway Com- 
iny, at Darlington works; on com- 
pleting his pupilage he was appointed 
Locomotive Inspector in the office of 
he Divisional Locomotive Superin- 
tendent at Gateshead. After a_ few 
years in that post Mr. Thompson was 
laced in charge of the locomotive 
lepot at Malton, and later at West 
Auckland, and then occupied the dual 
ost of Locomotive Shed Foreman 
nd Stationmaster at Kirkby Stephen. 
He returned to the Newcastle district 


rmer 


1 19383 as Assistant District Loco- 
motive Superintendent, which post he 
now vacates to take charge of the 


Darlington District. 

H.M. The King of the Belgians has 
onferred on Mr. E. J. Missenden, 
Traffic Manager, Southern Railway, 
the Decoration of the Chevalier de 
Ordre de Leopold. The Order was 
presented to Mr. Missenden by the 
Belgian Ambassador, Baron E. de 
Cartier de Marchienne, at the Belgian 
Embassy on June 8. 


Mr. c. G. Du Cane, B.A., 
M.Inst.C.E., M.I.Mech.E., of 164, 
Grosvenor Gardens House, Grosvenor 
Gardens, Westminster, S.W.1, has been 
elected Chairman of the Association of 


Consulting Engineers for the year 
1939-40. 
We regret to learn of the death, 


which occurred at Southend-on-sea on 
May 23 at the age of 90, of Mr. E. J. C. 
Manico, who retired 30 years ago from 
the post of Chief Draughtsman at the 
Bow Works of the North London Rail- 
way, after 45 years service on that line 
under such well-known locomotive 
superintendents as W. Adams, J. C. 
Park, and H. J. Pryce. Mr. Manico’s 
eldest son, Mr. L. Manico, is Manager 
of the Pipework and Valve Department, 
Babcock & Wilcox Limited; another 
son, Mr. E. L. Manico, is Deputy Chief 
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Mechanical Engineer, North-Western 
Railway, India. 

Mr. H. Blin Stoyle, Chief Mechanical 
Engineer of the Kenya & Uganda 
Railways, has arrived in this country 
on leave. 

INDIAN RatLway STAFF CHANGES. 

Mr. M. Robertson, Deputy General 
Manager, Personnel, E.I.R., has been 
granted 53 months’ leave as from 
May 1. 

Mr. A. O. Evans, Divisional Super- 
intendent, E.I.R., has been granted six 
months’ leave as from April 21. 

Dr. W. D. Speedy, Chief Medical 
Officer, B.N.R., has been granted four 
months’ leave as from March 6. 

Dr. R. N. O. Moynan has been ap 
pointed to act as Chief Medical Officer, 
B.N.R., during Dr. Speedy’s absence on 
leave. 

Mr. J. A. Bell, General Manager, 
E.I.R., has been granted 28 months’ 
leave preparatory to retirement as from 
April 7. 

Mr. K. B. Lal Mathur has been ap- 
pointed to officiate as Senior Govern- 
ment Inspector of Railways, Calcutta, 
as from April 5. 

Mr. A. M. Sims, on return from the 
E.I.R. Accident Inquiry Committee, 
resumed charge of his duties of Deputy 
General Manager, N.W.R., on April 11. 

Mr. J. E. Heinig has been appointed 
to officiate as Deputy Chief Engineer, 
N.W.R., as from April 12. 

Mr. F. G. Langdon has been ap- 
pointed to officiate as Chief Engineer, 
G.I.P.R., as from April 17. 

Mr. W. E. Gurney has been ap- 
pointed to succeed Mr. F. G. Langdon 
as Deputy Chief Engineer, G.I.P.R., 
as from the same date. 

Mr. T. D. Chakravarti has been ap- 
pointed to officiate as Deputy Chief 
Commercial Manager, E.I.R., as from 
March 30. 

Mr. W. M. McGregor, Controller of 
Stores, E.B.R., has been granted 64 
months’ leave as from April 27. 

Mr. L. E. Brock Divisional Superin- 
tendent, N.W.R., has been granted 
eight months’ leave preparatory to re- 
tirement, as from May 11. 

Mr. E. M. Cory, Chief Engineer, 
G.1.P.R., has been granted 14 months’ 
leave as from April 17. 

Mr. A. R. A. Hareduke has been 
appointed to officiate as Controller of 
Stores, E.I.R., as from April 7. 

Mr. R. E. Rutherford, Divisional 
Superintendent, E.I.R., has been 
granted six months’ leave as from 
April 21. 

Mr. N. K. Bose has been confirmed 
provisionally as Deputy Chief Mechani- 
cal Engineer, E.I.R. 

Mr. F. G. Griffith, O.B.E., has been 
appointed to officiate as Divisional 
Superintendent, N.W.R., as from 
April 6. 


We regret to record the death on 
May 25, at the age of 90, of Mr. Robert 
James, who was formerly employed at 
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the Stratford locomotive works of the 
Great Eastern Railway. While there, 
he was a pioneer of the interchange 
privilege ticket system for railway em- 
ployees, whereby the availability of 
these tickets was extended to all lines 
instead of only that by which the holder 
was employed. As a result of his advo- 
cacy, committees of shopworkers sup 
porting the scheme were formed in other 
parts of the country, and the companies 
eventually adopted the principle. 





SPANISH RAILWAY APPOINTMENTS 
The Burgos Official Bulletin pub- 
lishes an order nominating the directors 


and general managers of the thre« 
principal Spanish railway systems, 
under. the new railway law. The 


names of the new general managers are 
as follow :- 

Northern of Spain.—Don Francisco 
Javier Marquina y Borras. 

Madrid Zaragoza & Alicante.—Don 
Juan Barcel6é y Marco. 

Andalucia-Western. — Don 
3otin y Polanco. ° 


Carlos 


RAILWAY STAFF CORPS 

DINNER 

The annual dinner of the Engineer & 
Railway Staff Corps, R.E. (T.A.), took 
place on June 5 at the May Fair Hotel, 
Berkeley Square, Colonel Lord Stamp 
presiding. The guests were :— 

Field-Marshal Lord Milne, Lt.-General W. lk. 
Venning, Lt.-General G. C. Williams, Lt. 
General Hon. Sir Richard Montagu-Stuart 
Wortley, Major-General T. S. Riddell-Webster, 
Major-General A. F. A. N. Thorne, Brig. W. 
Cave-Browne, Colonel J. F. S. Greig, Lt.-Colonel 
A. H. L. Mount, and Sir Herbert Creedy. 
Other officers present were : 

Colonels Sir James Milne, M. F. Wilson, 
r. P. Frank, R. Carpmael, G. S. Szlumper, 
J. R. Davidson, W. T. Halerow, Sir Ralph 
Wedgwood, Sir George Humphreys ; Ls, 
Colonels A. J. Barry, Sir Nigel Gresley, W. Kk. 
Wallace, E. J. Burt, R. D. Gwvyther, F. R. 
Potter, A. Binns, R. J. M. Inglis, J. B. Elliot, 
V. A. M. Robertson, W. H. Bateman, T. W. 
Royle, J. D. Ritchie, R. H. L. Maunsell, A. R. 
Cooper. 

Majors C. J. Selway, F. E. Wentworth 
Sheilds, K. T. Lomas, H. Firth, W. H. S. 
lripp, S. H. Fisher, H. S. B. Whitley, A. M. 
McMurdo, F. M. Fuller, D. L. Anderson, 
M. G. J. McHaffie, H. E. O. Wheeler, R. P. 
Biddle, G. B. Barton, R. M. T. Richards, 
W. E. Blizard, R. McAlpine, H. W. H. Richards, 
H. A. Watson, and R. A. Bacon. 


ISNGINEER «& 


Sir Ralph Wedgwood, who retired 
earlier this year from the chief general 
managership of the L.N.E.R. has been 
invited to stand as prospective Inde- 
pendent candidate for Cambridge 
University at the next general election. 


INSTITUTION OF CIVIL ENGINEERS 
CONVERSAZIONE 

The annual conversazione of the 
[Institution of Civil Engineers was held 
at the institution on June 14; members 
and guests were received in the Great 
Hall by Mr. W. J. E. Binnie, Mrs. 
Binnie, and the council of the institu- 
tion. Among those who accepted invi- 
tations were :— 

Sir Leonard Browett, Sir Nigel Gresley, Mr. 
R. M. Holland-Martin, Sir Follett Holt, Sir 
Cyril Hurcorb, Mr. J. D. Ritchie, Sir Ralph 
Wedgwood. 
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therefore insufficient to offset 


Reduced Argentine Railway Profits creased revenue. ‘he highest 

- receipts were registered in 1928 

Analysis of 39 years’ working results they amounted to $596,000,00 

when they steadily declined to 

By our Correspondent in Argentina level of $405,000,000 touched i; 

The 1938 figures, it will be not: 

\ccording to figures issued by the the receipts having declined from only some thirteen millions high 
Instituto de Estudios Econémicos del $474,041,000 in 1937 to $418,261,000 in those of 1933. 

['vansporte, the interest earned on the 
capital invested in.the Argentine foreign- Taste A—EFFecT OF EXCHANGE LossES ON ARGENTINE FOREIGN-OWNED RalILy 


NC 930 
owned railways during the calendar year since | 


1938 was the lowest for 39 vears, with 























the exception of 1933. During the year Net receipts Inter 
20 7 in 
1S > » "@ > 6) ¢ > ? > 4 Tres i after 
1938 the net re venue ¢ f all the private Net Interest Exchange : ter capit 
railways was 85,898,000 pesos, which receipts Investec losses deducting dedi 
: : : capital exchange : 
was appreciably lower than the previous losses excl 
low level of 1908 ($87,064,000), when 205 
the capital of the railways was less 
than half what it is today The interest $ pape i ae $ paper $ paper “a 
earned on the invested capital during 1930 ... 117,102,000 3-27 13,770,000 103,332,000 2.88 
1938 was 2°35 per cent., as compared 1931 . 123,914,000 3°36 36,058,000 87,856,000 2-38 
h 2 05 : "1933 B f 1932 97,388,000 2-67 18,745,000 78,643,000 2°15 
with <£°Uo per cent. In 1930. ut 1 1933 75,116,000 2-05 14,017,000 61,100,000 1-6 
exchange losses be taken into account, 1934 113,380,000 3-10 77.000 56,203,000 1-54 
these meagre results are still further 1935 107,628,000 2-95 2,000 55,846,000 1-53 
- ‘ asi A 1936 107,087,000 2-94 45,751,000 61,336,000 1-68 
diminished to the almost negligible 1937 109,637,000 3-01 39,267,000 70,370,000 1-94 
figure of 1:21 per cent. In 1938 and 1938* : 75,809,000 2-24 34,900, 000+ 40,909 000+ 1-2 
1-67 per cent. in 1933 
. . * ro ( i y Tt y res ‘ P orcs | i e re 
Gross receipts Not including figures for Cordoba Central 
+ Provisional figures 
rhe reduction in the net returns for 
1938 is mainly due to a decrease in 1938 Che reduction in working ex- Working expenses reached their | 
the gross receipts of $55,780,000 paper penses of $32,000,000(from $364,000,000 in 1929 with $424,000,000, there: 
as compared with the previous year, in 1937 to $332,000,000 in 1938) was decreasing to $330,000,000 in 19 
Following a jump of $34,000,000 
PaBLe B—FINanctaL RESULTS OF PRIVATELY-OWNED ARGENTINE RaILWays* 1937, they have again declined 
) c ; QQ "| 
1900-1938 $332,000,000, or roughly two milli 
In thousands of paper pesos pesos more than the low level of 193 
The net receipts were highest in 192 
\ Invested = Expet Net Interest when they amounted to $197,000,0 
" ital eceipts saeco eceipist per cent 
— a rn pre NSaes paper, and touched their lowest level i 
1933 with a total of only $75,000,00' 
1900 1,105,948 90,186 50,800 39,386 3-56 paper. The net earnings for 1938 
1901 1,098,591 95,159 51,677 $3,482 3-96 therefore, exceeded the latter figure b 
1902 1,149,970 93,943 49,013 44,930 3-91 under eleven millions, and are appre 
1903 1,177,570 116,325 59 823 56,502 4-80 ‘iabl | h: half (44 ver c 
1904 1'206.257 135.588 71/693 63'895 5-30) c1iabdiy 1€SS than ha per cent ( 
1905 1.294.059 135,534 84,618 70.916 5-48 those of the peak year of 1924. 
1906 1,363,870 177,068 104,182 72.886 5-34 
1907 1,587,214 189,323 115,066 74,257 4-68 Exchange Losses 
1908 1,738,064 218,380 131,316 87,064 5-01 “a 
1909 1.860.641 294 284 130,407 93.877 5.05 lable A above shows the exchang: 
losses sustained since 1930 (inclusive 
1910 1,976,266 240,773 138,634 102,139 5°16 The average interest earned on thi 
1911 2,304,186 251,444 148,605 102,839 4-46 ie pees: -Apanenge ie acaigeae 
1912 154/280 284927 171.168 113,759 1-63 invested Capital over the oY years unde 
1913 2 602,234 301,416 181.211 120,205 4-62 review was 4-02 per cent., but during th« 
1914 732,495 248,250 161,327 86,923 3-18 last nine years the average was onl\ 
1915 2 964 267,466 163,684 103,782 3-73 9.22 in hanes vavlins 
1916 2'808'930 276/379 174°784 101°795 3-62 S85 per cent. If, however, exchang« 
1917 9 048 250 366 180.252 70.114 2-48 losses are taken into account, the 
1918 2 833,455 361,018 264,859 96,159 3-39 average for the period 1930-39 was 
1919 2,840,548 419,359 302,266 117,093 4-09 only 1-89 per cent., the lowest indi 
, : pay revs) ae aa atated 
1920 2,856,036 $67,709 372,509 95,200 3-33 vidual year being 1938, when, as stated 
1921 2 904.832 27,377 360,859 66,518 2-29 above, the average was only 1-21 pe 
1922 3,049,759 $47,695 313,368 134,327 4-40 cent. Details of the relationship be 
923 2,989,027 94,00 327,816 6,18 5-56 : . aan P 
192 pe44 pen 494,000 327,816 166,184 2 oe tween capital and interest earned are 
1924 3,025,289 552,321 355,27: 197,048 6-51 pe “ 
1925 3'027,566 360/843 160.809 5-31 given in Table B opposite. 
1926 3,094,127 372,518 171,686 5-55 
1927 3,125,791 405,160 186,925 5-98 
1928 3,261,883 409,067 187,257 5°74 BUDGET PROVISION FOR COMPLETION 
gv9g 55 {5 9 2R +4 5% -76 — on . 
hes 5,459,538 124,188 166,591 li or Turko-RussiaN THROUGH Con- 
1930 3.584.462 4188 726 371.624 117.102 3-26 NECTION.—In the Turkish national 
1931 3,691,617 485,892 361,977 123,915 3-36 budget recently presented by _ the 
1932 3,651,373 431,872 334,484 97,388 2-67 Minister of Finance, provision is made 
1933 3,657,490 404,897 329,780 75,117 2-05 f he. ¢ leti € the my railway 
1934. 3,653,308 435.938 322.559 113/379 3-10 or the completion of the new railway 
1935 3,644,753 $37,927 330,299 107,628 2-95 to connect up Erzerum with the main 
1936 3,644,416 439,432 332,345 107,087 2-94 railway system via Ersingan. This line 
1937 3,636,586 474,041 364,404 109.637 3-01 3 ae, : : . 
, , , , —- 3 > Ye ou ‘e oO - 
1938 * 3'616 000 118261 332° 363 85'898 2.35 when open will giv e through communi ] 
cation between the Turkish and Soviet 
es 1927 d a ae Rail systems via the Erzerum—Leninakan ‘ 
Since 1¥2/ does not include the ransandine Nalliway A eS : F 4 mee 
+ Without taking into account losses on exchange railway, which at present crosses the ’ 
t Including Cordoba Central Railway and Rafaela Steam Tramway Company frontier near the latter town. 
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French Summer 


the French summer timetables the 
st notable innovation is a new ex- 
s from Paris (Quai d’Orsay) to 
deaux and the Basque coast at 10.10 
which, in addition to running 
stop from Quai d’Orsay to St. 
re-des-Corps, 145-9 miles in 141 
creates a new departure for the 
ith-Western Region of the S.N.C.F. 
being scheduled non-stop over the 
5 miles from St. Pierre to Bordeaux, 
red in 238 min. Bordeaux is 
hed at 4.34 p.m., and Biarritz and 
1 about a quarter-of-an-hour ahead 
the 11.30 a.m. Sud Express from 
ris. Electric working, now through 
1 Paris to Bordeaux as well as from 
rdeaux to Irun, enables all inter- 
diate stops of this train between 
ris and Bordeaux to be cut to 1 min. 
h, so that Bordeaux (362-4 miles) is 
hed in the unprecedented time of 
ir. 39 min., at an average speed, 
ps included, of 64:1 m.p.h. Other 
ins on this service benefit equally by 
trification; the 12.15 p.m. from 
ris leaves at 12.30 p.m., but arrives 
Bordeaux at the same time as before; 


5.25 p.m. evening rapide, despite 
litional stops at Chatellerault and 
bourne, is into Bordeaux at 11.49 


in., 5 min. earlier (362-4 miles in 6 hr. 
min. with seven intermediate stops); 

heavy 8.45 a.m. down reaches 
rdeaux at 4.7 instead of 4.15 p.m. 
the reverse direction the Sud Express 
3ordeaux at 2.33 p.m., 5 min. 
ter, and reaches Quai d’Orsay at 8.43 
m., 5 min. earlier, and the 5.20 p.m. 
pide leaves at 5.25 p.m. but is into 
iris by 11.45 p.m. Balancing the new 
0.10 a.m. down is a new 8.37 a.m. 
xpress from Hendaye and 12.28 p.m. 
rom Bordeaux, due at Quai d’Orsay 
t 7.30 p.m.; both these services are 
or the summer season only. 

3ut the foregoing are the only im- 


ives 


rovements in a programme which 
uries recession considerably further 
han the withdrawals of last winter, 


nd some of the changes seriously cur- 
til the long distance facilities hitherto 
ffered. On the Paris—Havre Iine of 
he Western Region, which for a time 
soasted four daily railcars in each direc- 
tion covering the 141-5 miles in 1 hr. 
58 min. or 2 hr., the last of these has 
een withdrawn, leaving the fastest ser- 
ice now 2 hr. 30 min. down and 2 hr. 
24 min. up, with steam-hauled rapides. 
Che seasonal railcars between Paris and 
Bagnoles-de-l’Orne are also withdrawn. 
On the Paris—Brest line of the Western 
Region, cancellation of the 10.5 a.m. 
from Paris means that until July no 
service to Brest is now given between 


8.35 a.m. and 4.5 p.m.;_ similarly 
in the up direction, the 6 a.m. 
to Paris has been’ withdrawn, 


and the first train of the day from 
Brest, at 8.7 a.m., is not due in Paris 
till 4.25 p.m. On the principal main 
line of the South-Western Region the 
train aerodynamique has disappeared, 
so that there is no morning high-speed 
service from Paris to Lyons; instead of 
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Train Services 


the 7.45 a.m. from Paris, due at Lyons 
at 12.50 p.m., it is necessary to travel 
by the 8 a.m. rapide, arriving at 2.38 
p-m. In the reverse direction, in order 
to minimise the inconvenience arising 
from cancellation of the 6.50 p.m. 
streamliner departure from Lyons, due 
Paris at 11.59 p.m., the fast morning 
vapide from Marseilles (9.55 a.m.) is 
held until 2.40 p.m., so leaving Lyons 
at 6.29 p.m., and reaching Paris at 
11.50 p.m. To compensate in some 
measure for the loss of the 9.55 a.m. 
service from Marseilles, the 6.40 a.m. 
from Marseilles now starts at 8.30 a.m., 
leaves Lyons at 1.7 p.m., and reaches 
Paris at 7.25 p.m.; but even with 20 
min. acceleration this journey of 10 hr. 
55 min. is a poor substitute for the pre- 
vious 9 hr. 10 min. 

Many of the alterations are described 
as a combination of pairs of trains which 
previously ran independently, but when 
these independent workings were pre- 
viously separated by 14 to 2 hr., the 
of travel facilities is substantial. 
For example, on the Eastern Region 


loss 
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one express from Paris at 7.25 a.m. re- 
places the previous 7.10 and 8.45 a.m. 
trains to Strasbourg, and the 7.5 and 
8.40 a.m. trains from Paris to Rheims 
and Charleville are combined in one de- 
parture, at an intermediate time; simi- 
larly in the reverse direction the 4.17 
p.m. semi-fast from Strasbourg to Paris 
is cancelled, and the 5.40 p.m. from 
Strasbourg decelerated 17 min. by the 
insertion of additional stops, reaches 
Paris at 11.41 instead of 11.24 p.m. 
Further interesting examples of inter- 
working between regions appear in the 
summer timetables. The 11.10 a.m. 
seasonal rapide from Paris (Lyon) to 
Vichy and Clermont-Ferrand is can- 
celled, and a through portion for these 
resorts is attached instead to the 11.10 
a.m. from Quai d’Orsay, running with 
that train over South-Western Region 
lines as far as Vierzon. By way of 
exchange, the Mont Dore portion of the 
9.10 p.m. night express from Quai 
d’Orsay is transferred to the 10.55 p.m. 
from Paris (Lyon), and travels via Cler- 
mont-Ferrand. Corresponding arrange- 
ments are made in the reverse 
direction. 








Publicity Club Cup 


Mr. Frank Pick, Vice-Chairman of 
the London Passenger Transport 
Board, was on June 14 presented with 
the Publicity Club Cup, awarded by 
the Publicity Club of London for out- 
standing service to advertising. The 
ceremony took place at the Mansion 
House, and the cup was handed to Mr. 
Pick by the Lord Mayor of London, 
Sir Frank Bowater, who is President 
of the club. 

Mr. John Rosswick, who presided, 
explained that the club aimed at rais- 


ing the status of advertising. The 
award of the cup was instituted in 
1922, and was well on its way to be- 


coming the Nobel prize of advertising. 
Mr. Pick’s name was a household word 
to Londoners. He had played a great 
part in the development of commercial 
art in this country and in the en- 
couragement of young artists. By his 
fine example he had shown that adver- 
tising could be of as much use to 
public services as to commerce. 

Sir Frank Bowater, the Lord Mayor, 
said that advertising and publicity in 
London were responsible for the dis- 
tribution of over £100 million a year 
on selling propaganda. In presenting 


the cup he would remind them that 
Mr. Pick was Vice-Chairman of the 
London Passenger Transport Board, 


and had been Managing Director of the 
companies in the Underground group. 
He was born at Spalding, Lincs., in 
1878, and educated at York. In asso- 
ciation with Lord Ashfield’s manage- 
ment he became Traffic Development 
Officer of the Underground group in 


1909, and Commercial Manager in 
1912. The City of London, which 
through its funds was one of the 


strongest supporters of arts and crafts 


for Mr. Frank Pick 


throughout the country, was gratified 
to see the signal honour paid that day 
to one who had worthily laboured to 
make art an integral part of industry. 

Mr. Frank Pick, having expressed 
his gratitude for the honour done him, 
said that publicity was one of the 
essential instruments of our democracy. 
If the people was to take any part in 
affairs, it must have knowledge before 
it could choose or direct. As we were 
pledged to the support of democracy, 
so were we to that of publicity. There 
was a Latin quotation to the effect that 
‘“ Report flies abroad quickly in the 
small city.”’ Today, with the aid of 
the press, report flew much more 
swiftly abroad throughout the wide 
country. Publicity took many forms, 
and sometimes modernism drove it to 
extremes. They found it hard to find 
novelties all the time, and maintain 
orthodox publicity against the un- 
orthodox. The modernistic movement 
had resulted in “‘ stunts’”’ until they 
found it very hard to keep pace. The 
judgment of the Publicity Club was in 
favour of the orthodox means of 
publicity, and he was honoured at 
being associated with the distinguished 
lineage of previous holders of the cup. 
It was important today that publicity 
should be recognised, and just as what 
had once been called for was ‘“‘ truth 
in advertising,’’ so now faith in pub- 
licity was required. 

Sir Herbert Morgan (Vice-President 
of the club) proposed a hearty vote of 
thanks to the Lord Mayor for giving 
the Publicity Club the use of the 
Mansion House—which he described as 
the ‘‘ great sounding board of the Em- 
pire ’’—for the purpose of doing 
honour to Mr. Pick. 
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East Indian Railway Accident Tribunal Report 


[he report of the judicial tribunal 
appointed by the Government of India 
to inquire into the causes and circum- 
leading up to five’ recent 
accidents on the East Indian Railway 
has now been published, and the 
following are extracts from the Indian 


stances 


press on the subject 

In three instances, namely: (1) On 
June 7, 1938, Muthroopore 
ind Sankarpur; (2). on October 16, 
1938, near Bhadaura; and (3) on 
January 12, 1939, between Chichaki 
and Hazaribagh Road _ derailments 
occurred which were attended by loss 
of life In two subsequent 
namely, near Jamooee on January 23, 
1939, and between Kylahat = and 
Chunar on February 15, 1939, serious 
disaster was prevented only by the 
damage to the 


between 


cases, 


timely discovery of 
track 


Che tribunal has found that in the 


thre cases in which trains’ were 
wrecked, tampering with the track had 
been done maliciously and with 


deliberate intention of derailing the 
trains Summarising their conclusions 
on th cases, the tribunal says: 


Malicious Damage 
In each of the three cases neat 
Muthroopore, Bhadaura, and Hazari 
bagh, there was a_ gap in_ th 
line iused by a length of rail being 


disconnected. It could not have been 
forced out at the time of the derail- 
ment for in that case the fittings and 
fastenings belonging to it and connect- 
ing it with the preceding and follow- 
ing rails must have been twisted and 
damaged. In each of the three cases 
the fish-plates, bolts, nuts, &c., belong- 
ing to the disconnected rail were found 
lying in the vicinity quite undamaged. 
In one case two of the nuts had 
actually been replaced on the bolis. 

Moreover, the nature of the marks 
on the disconnected rail in the first 
and second cases, and the absence of 
any marks at all except finger marks 
in the Hazaribagh case, equally show 
that the rail cannot have been in its 
proper position at the time of the de- 
railment. The nature of the damage 
caused to the following rail, which 
could not have occurred if the dis- 
placed rail had been there to protect 
it, points to the same conclusion. The 
suggestion that the rail length may 
have been disconnected after the derail- 
ment is completely untenable, not only 
for these reasons but for others which 
we have explained in the course of our 
report Therefore, the rail must have 
been moved by hand, and it must have 
been done before the accident. The 
inference that it was done maliciously, 
with the deliberate intention of derail 
ing the train, is irresistible.’’ 


June 16, 1°29 


The report goes on _ to 
corroborative evidence to prov 
no explanation other than sal 
will bear examination, and 
tinues :— 

‘““ There is no evidence that 
speed was excessive. There is no 
dence that the track was def 
On the contrary we are satisfi¢ 
it was in very good condition. 

‘““ There is no evidence wort! 
name that the rolling stock wa 
fective. There was no distortion . 
track before the point of derailn 
and therefore, no ‘‘ hunting ’’ or 
peculiarity of the engines (as to 
in any case there is no evidence) . 
have been the cause of the accick 
Moreover, as our technical adviser 
us, and we fully believe, no e1 
which had caused its own derailn 
could, except by a miracle, put it 
on to the rails again. Lastly, : 
of the alternative theories will expl 
what was found at the scene of 
occurrences, except on the untena 
hypothesis that the evidence 
faked.”’ 

Finally the report concludes: 

‘““We have not the slightest hesit 
tion in finding that the cause of t 
derailment in each of the three cas 
was malicious tampering with the tra: 
by disconnecting a length of rail.’’ 

The East Indian Railway an 
Government of Bihar’ were ils« 
exonerated from all charges 
negligence in every case. 








Neweastle & North Shields Railway Centenary 


Less than a month ago (on page 805 
of our May 19 issue) we pointed out 
that it was just one hundred vears 
ince the first public railway to New 
castle-upon-Tyne was opened, for it 
was on May 21, 1839 that the New 
castle & Carlisle Railway was extended 
from Blavdon to a temporary terminus 
near the Shot Tower, Newcastle \ 
regular service of trains was not begun 
until October 21, 1839, however, on 
this approach from the west, and mean 
while a railway was completed from 
the east It is exactly one hundred 
vears ago on Sunday next that the 
Newcastle & North Shields Railway 
was opened 

In 1830 notice was given that the 
promoters of a scheme for connecting 
Newcastle and North Shields by railway 
intended to bring the measure before 
Parliament in the following session 
At the same time the public was invited 
scheme linking 
South Shields, 


to consider a_ rival 
Blaydon, Gateshead, 
and Monkwearmouth, Parliamentary 
notice of which was given a_ week 
or two later The parties supporting 
the schemes both held meetings in 
November, 1830, although neither had 
plans or estimates prepared, but the 
principle of railway communication 
on the north side of the River Tyne 
was approved and a subscription list 
opened on February 18, 1831. Robert 


Stephenson and = Joshua Richardson 
Resident Engineer of the Leicester & 
Swannington Railway) made a survey 
of the route, but conflicting views on 
the course of the line caused the whole 
project to be suspended for two years. 

In the autumn of 1833 these and 
other schemes were revived. Negotia 
tions were still protracted, but two 
vears later a line from Shield Field 
to Byker Hill, Old Walker, Stotes 
Houses, and Wallsend Church Pit, to 
Saville Street, North Shields, with a 
short branch at each end was agreed, 
and a Bill obtained in June of the 
following year (1836); the capital was 
£160,000. The works connected with the 
line included two remarkable viaducts. 
One of these (918 ft. in length) crossed 
the valley of the Ouseburn at a height 
of 108 ft., and the other (1,048 ft. in 
length) crossed Willington Dene at a 
height of 82 ft. The abutments and 
piers of both viaducts were of stone, 
but most of the arches were of timber 
and were practically the first examples 
in this country of the laminated form 
which had been adopted at Pont 
d’Ivry across the Seine. Another 
feature, a quarter of a mile from the 
Newcastle terminus, was a_ tunnel 
103 yd. long which, in addition to 
serving as a tunnel during the day, was 
used as a carriage shed at night. There 
were also considerable embankments 


and cuttings, and the permanent wa 
was unusual in that it consisted 
flat-bottom rails screwed to longitudina 
sleepers. 

The line was opened on June 18 
1839, and the occasion was marked 
by decorations and processions at Nort! 
Shields but was somewhat marred by 
one of the worst thunder storms which 
had occurred for many years. A libera 
entertainment was provided in a larg 
marquee at Tynemouth. In the Parlia 
ment Session of 1845 powers wert 
given to the Newcastle & Berwick 
Railway to purchase the Newcastle & 
North Shields Railway, which thus 
subsequently became part of the old 
North Eastern Railway. It is now, 
of course, a branch of the L.N.E.R 
operated by electric traction. Further 
reference to this line is made in an 
editorial note on page 966. 








LONDON TRANSPORT STATION NAME 
CHANGES.—The former St. John’s Woad 
station on the Metropolitan line of 
London Transport, was renamed Lords 
on June 11. When in the autumn 
Bakerloo Line trains begin running 
through the new tube tunnel from Baker 
Street to Finchley Road, and thence 
over the Metropolitan Line to Stanmore, 
the name St. John’s Road will be given 
to a station on the new tube between 
Baker Street and Swiss Cottage. It 
was originally intended to name this 
new station Acacia Road. 





XUM 
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Engineering Wages 
National Committee of the Amal- 
ited Engineering Union decided at 
meeting at Llandudno on Friday, 
9, to accept the joint recommen 
n (resulting from the meeting with 
Engineering & Allied Employers 
ional Federation on May 10) that 
national bonus of adult male 
kers be increased by 2s. a week 
proportionate increases for boys 


apprentices. Mr. Little and the 
utive had the task of persuading 
National Committee to accept the 


ynmendation. 
Mr. Little opened the discussion with 
lefence of what the executive had 
He admitted that in preparing 
state the wage claim to the em 
vers he had had the greatest diffi- 
ity in finding evidence to support it. 
irt from the manufacture of aircrait 
| munitions, every section of the in 
stry was in an extremely bad way 
coal, and textile engineering, 
carrying trade and general engineer 
while in the machine-tool industry 
w that the new arms factories were 
ir completion, new orders were not 
ming in. But he had put a 
ised partly on increased productivity 
the individual worker—this had in 
creased by the staggering figure of 52.7 

r cent. between 1930 and 1935—and 

irtly on the improvement in the arm- 

ments section. He pointed out that 

» far public borrowings for rearmament 

£132,000,000 last year and 
£65,000,000 the year before)—had been 
ised largely for building factories and 
making plant. But this year 
£350,000,000 were being borrowed and 

Imost the whole of the increase of 
£220,000,000 was going to be spent on 

1anufacture, that is, on the employ 
nent of engineers. He advised the 
National Committee to take what was 
being offered now, for the state of the 
industry did not warrant more. By 
the autumn they could expect the effect 

f the loan expenditure to have reached 
ther sections of the engineering indus- 
try apart from armament, and the 
effects of loan expenditure would be 
approaching the _ inflationary 
Then, he thought, would be the time to 
press new claims. 

A resolution that the offer should be 
put to a ballot with a strong recom- 
mendation ‘‘ to reject this insulting 
offer ’’’ was defeated after it had been 
pointed out that the alternative to ac- 
cepting the offer meant a strike which 
would mean a cost of £150,000 a week 
to the union, together with a loss of 
£10,000 to £15,000 a week in contribu- 
tions. The National Committee finally 
decided to accept the offer. The Engi- 
neering Joint Trades Movement at a 
meeting held in York on June 9 also 
decided to accept the joint recommen- 
dation. The increase will be applied 
from the beginning of the pay period 
starting in the week beginning June 5. 


notors, 


case 


stage. 
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STAFF AND LABOUR MATTERS 


Continuing its meeting on Monday, 
June 12, the National Committee re 
solved on the earliest possible applica- 
tion to the engineering employers for 
an advance of 10s. a week. Its decision 
was embodied in a proposition adopted 
unanimously, which laid it down that 
in the event of the employers failing 
to make a satisfactory offer within two 
months of the application being made. 
the executive should recall the National 
Committee ‘‘ to consider the next steps 
to be taken to enforce our demand.’’ 
There is a gentlemen’s agreement with 
the employers that no fresh application 
should be presented within six months 
of any advance. 


Railway Shopmen 

The Industrial Court on Wednesday, 
June 14, began the hearing of the 
claims of the trade unions for improve 
ments in pay and conditions 
of service of railway shopmen. The 
claims which were considered by the 
National Railway Shopmen’s Council on 
April 13 were referred to the Industrial 
Court on the following agreed Terms 
of Reference :— 

‘“ To ask the Industrial Court to hear 
and determine in respect of adult male 
shop staff employed on the rates of 
pay and conditions of service of deci 
sions Nos. 728 and 746 by the Great 
Western, London Midland & Scottish, 
London & North Eastern, and Southern 
Railways and by Joint Lines joint be 


rates of 


tween any two or more of these rail 
ways, the following claims submitted 


by the trade unions signatories hereto, 
ViZ.i— 

(1) That the standard time 
pay be increased by 2d. an hour. 

(2) That the total of the standard 
time rate and war wage be in no case 
less than 50s. a week. 


rates of 
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(3) That each employee be guaranteed 


(a) for each day he is available for 
duty a day’s pay at standard time rate 
and war wage and (b) provided that 
he is available for duty throughout the 


week, a week’s pay at standard time 
rate and war wage. 

(4) That after twelve months’ con 
tinuous service each employee be 


allowed twelve working 
per annum with pay at 
rate and war wage.”’ 
The Chairman of the Industrial Court 
was Sir John Forster and the members 
Mr. J. McKie Bryce and Mr. F. S. 
Button. The union’s case was presented 
before the Court by Mr. R. Openshaw, 
member of the executive council of the 
Amalgamated Engineering Union also 
Chairman of the Employees’ side of the 


days’ holiday 
standard time 


National Railway Shopmen’s Council 
Mr. Kenelm Kerr, O.B.E., Chairman 
of the Railways Staff Conference, 


presented the railway companies’ case 


A.E.U. Annual Report 


The annual report of the Amal 
gamated Engineering Union for 1988 
shows that the general fund, at 
the end of the year, was 
£1,402,645 3s. 14d., an increase over 


the previous year of £344,322 13s. 8d., 
while the superannuation reserve funds 
total £1,364,689 5s. 8d., an increase of 
£12,503 Os. 2d. The union’s income 
for the year reached a record figure cf 
£1,340,461 and the gross expenditure 
totalled £983,635. Of this sum 
£727,119 returned to members in 
cash benefits. The aggregate income 
of the union since 1920 is £17,895,333 
and from its funds it has disposed 
£13,847,331 in benefits, the chief item 
being superannuation payment 
£5,487,374; donation benefit £4,854,949; 
and sickness benefit £2,029,240. The 
membership of the union at the end of 
the year was 368,508 being an increase 
in membership over the previous year 
of 36,555. 


Was 








Fair Play for the 


We have twice referred in our 
columns to the advertising campaign 
which the Publicity Department of the 
Victorian Railways conducts in the 
Melbourne press. Now, somewhat on 
the lines of our own “ square deal ”’ 
propaganda, a more forceful appeal for 
public support of the railways has been 
launched by the railway administration. 
The Victorian Railways Commissioners 
have brought out a folder showing the 
public how serious is the railway posi- 
tion in Victoria, where the lines are 
facing a deficit of £800,000. Railways 
are essential in peace and vital in war, 
the appeal begins (with a now familiar 
ring), but they cannot continue to give 
the service they would wish to if they 
are being strangled by unrestricted com- 
petition. In Victoria this is the case, 
and the competitors are the road- 
hauliers, who are free to pick and choose 


their loads, and who often resort to 
such methods as_ overloading their 


. . . 
Victorian Railways 

lorries and paying their drivers poorly 
in order the more thoroughly to compete 
with the railways. The reverse of the 
folder is occupied by a map of Victoria 
showing the commercial road services 
radiating from Melbourne to practically 
every place established and developed 
by the railway. A solution is urgent ; 
the railways need more revenue if they 
are to operate efficiently, and this is 
possible only if they are placed on a 
footing equal, at least, with that of 
their competitors. 








THAMES VALLEY Tours.—tThe Great 
Western Railway, Salter Bros. Ltd., 
and the Thames Valley Traction Co. 
Ltd. are co-operating to provide attrac- 
tive combined rail, road and river trips 
through the Thames valley. The tours 
include travel by rail to riverside 
stations, then by steamer and road 
through the Thames valley, returning 
to London by rail. 








QUESTIONS IN 


G.W.R. Employees and National 
Service 

Mr. D. L. Lipson (Cheltenham— 
Ind.), on June 8, asked the Lord Privy 
Seal, if he could explain the position 
of Great Western Railway employees 
under the National Service scheme, 
seeing that they had been told by the 
company that, though they were free 
to enrol for purposes of civil defence, 
the company retained the first call on 
their services in the event of an 
emergency. 

Sir John Anderson (Lord Privy 
Seal): I understand that the company 
has advised its employees that 
although they are free to enrol for 
part-time service in civil defence, such 
enrolment must be subject, in the 
event of emergency, to the overriding 
claims of the requirements of the rail- 
way service in which they are em- 
ployed. As the hon. member will 
appreciate, in time of emergency the 
continued operation of the railways 
would be of vital importance, and it 
is essential that their staffs should not 
be unduly _ depleted. Employees, 
therefore, who volunteer for part-time 
service will be able to render such ser- 
vice only at such times as they may 
not be required for essential duty on 
the railway. 


Dukinfield Wagon Works 

Mr. Trevor Cox (Stalybridge and 
Hyde—C.), on June 8, asked the Secre- 
tary of State for Air, if, rather than 
allow skilled workers to leave the 
Dukinfield wagon works, Cheshire, to 
become unemployed, at a time when 
their services were needed for rearma- 
ment work, he would consider the 
placing of sub-contract orders with this 
plant. 

Sir Kingsley Wood (Secretary of 
State for Air): In view of the recent 
decision of the railway company to 
transfer the carriage repair work 
formerly done at Dukinfield to other 
works, the possibility of arranging for 
sub-contract work to be given to these 
works is now being considered. Should 
this prove impracticable there are a 
number of firms in the neighbourhood 
engaged on aircraft work with whom 
suitable men will probably be able to 
find employment. I am informed that 
one such firm has already taken on be- 
tween 80 and 100 men from _ these 
works. 


Fares 

Mr. R. W. Sorensen (West Leyton— 
Lab.), on June 8, asked the Minister 
of Transport, whether he was aware of 
the resentment felt by office, factory, 
and other workers who were compelled 
to travel from Leyton and suburban 
Essex at the imminent 5 per cent. in- 
crease in fares proposed by the Railway 
Rates Tribunal, and that the interests 
and burdens:-of the travelling public 
had not- been and could not be 
adequately considered by that tribunal; 
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PARLIAMENT 


and whether he would initiate a com- 
prehensive survey of the whole 
question with a view to preventing this 
and any other increase in fares either 
by a pooling of all transport revenue 
in the London Passenger Transport 
Board area or otherwise. 

Captain Euan Wallace (Minister of 
Transport): The revision of the fares 
of the London Passenger Transport 
Board and on the London suburban 
passenger services of the main-line rail- 
way companies is governed by the 
provisions of the London Passenger 
Transport Act, 1933. I see no reason 
for proposing to Parliament that those 
provisions, which were the subject of 
careful and exhaustive examination 
during the passage of the Act, should 
be altered. I would remind the hon. 
member that the receipts of the board 
and of the suburban passenger ser- 
vices of the main-line railway com- 
panies are already pooled, as required 
by the Act. 


Burma-Yunan Railway 

Sir Arnold Wilson (Hitchin—C.), on 
June 9 asked the Under Secretary of 
State for Burma, whether he had now 
decided to complete railway connec- 
tions between Yunan and Burma via 
Kunlong ferry; and if the strategical 
and other implications of this proposal 
had been fully considered by the Com- 
mittee of Imperial Defence as well as 
by the Governments of India and 
Burma. 

Lieut.-Colonel A. J. Muirhead 
(Under Secretary of State for Burma) : 
Che proposals for a railway connection 
of Burma with Yunan which have so 
far been put before the Secretary of 
State for Burma have not been 
sufficiently specific to enable a decision 
to be taken. All proposals for such 
a connection would of course receive 
the fullest consideration by _ the 
military advisers of His Majesty’s 
Government as well as by the Govern- 
ments of Burma and India. 


Level Crossings 

Lieutenant-Commander R. L. Tufneil 
(Cambridge—U.), on June 14, asked 
the Minister of Transport, how many 
accommodation crossings there were on 
the chief railway lines of the country; 
and whether, in view of the serious 
railway accidents which from time to 
time occurred on such crossings, he 
would take steps to see that better pro- 
vision was made to systematise their 
use. 

Captain Wallace wrote in reply: I 
give below a statement of the number 
of occupation and accommodation level 
crossings available to road vehicles on 
the principal railways of this country. 
I am glad to say that serious accidents 
at occupation crossings are rare; prior 
to the accident at Hilgay this month, 
the only serious accident in recent years 
was in 1934 at Wormley. I am, how- 
ever, alive to the desirability of secur- 
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ing the greatest possible measu; f 
safety in their use, particularly in 
cases where the use of a crossin 
road vehicles has developed far by 
what was contemplated when it 
instituted. In view of the large 

ber and the diversity of occu 
crossings a uniform method of 
guarding their use is not practic 

but on receipt of the report of the ¢ 
Inspecting Officer of Railways o1 
recent accident at Hilgay I propo 
consider whether there are any 

that I can usefully take:— — 


I. Crossings giving communica 
tion from field to field sce 
If. Crossings giving access between 
farm or private estate and 
public road ae ee oe < 4 
III. Crossings giving access to land 
which now accommodates a 
factory, brick field, &c., and 
which, owing to development 
have now a considerable user 
of heavy vehicles, but are still 
limited to the occupier, his 
agents, visitors, customers, and 
others having business with 
him ES es ae 
IV. Crossings giving access to land 
on which there are sports 
grounds, camping grounds, 
race tracks, &c., and other 
land used for recreational 
purposes and where a consider- 
able user occurs intermittently 
or seasonally ; rf 
‘rossings which in the course 
of years have acquired a public 
user and which have become 
in substance, though not 
legally, public crossings sic 2 
VI. Any other crossings not covered 
by above a ae Ns 4 


a 
~ 


Grand total . 22 6356 


Revised Scale of Fares 


Mr. A. Barnes (East Ham, S. 
Lab.), on June 14, asked the Ministe: 
of Transport whether he was consulted 
by the London Passenger Transport 
Board before the adoption of the re 
vised scale of fares; whether he wa 
aware that on some routes in the East 
End of London the withdrawal ot 
alteration in the cheap midday fare: 
would add as much as 33 per cent. to 
the cost of travelling to passengers 
using those routes; that this would in 
flict hardship on many workpeople who 
used these cheap midday fares to get 
home for their midday meal; and what 
steps he was proposing to get these 
fares modified. 

Captain Wallace: The board is not 
under any obligation to consult me be 
iore it adopts revised fares and it did 
not do se in the case of those brought 
into force on June 11. IT am aware 
that the alterations in the cheap mid- 
day fare arrangements to which the 
hon. member refers entail increases of 
varying amounts. The alterations are 
within the powers conferred on the 
board by the London Passenger Trans- 
port Act, 1933, and did not require the 
prior sanction of the Railway Rates 
Tribunal under the _ provision of 
Section 29 of the Act. With regard 
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the last part of the hon. member’s 
stion I would refer him to the 
swer which I gave on Wednesday last 
a question on this subject by the 
baronet the member for South- 
st Bethnal Green (Sir Percy Harris). 
Mr. R. W. Sorensen (Leyton W.— 
b.), on June 14, asked the Minister 
[Transport whether he was aware of 
widespread indignation existing 
mg the travelling public from sub- 
xan London at the increase in fares 
operating; how many resolutions 
protest in connection with this he 
| received; whether he had made 
representations to the Railway 
tes Tribunal or the London Passen- 
lransport Board on behalf of those 
ected by the increase in _ fares; 
ether he would take legislative action 
remove a cause of the increase in 
es by redeeming certain transport 
ird stock or by securing a lower rate 
interest thereof; and whether he 
suld seek a guarantee that no further 
reases in fares would be affected. 
Captain Wallace: I am aware that 
ssatisfaction is felt in some quarters 
the recent increase of fares in the 
mdon transport area and I am re- 
iving a deputation on the subject 
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tomorrow morning. About a dozen pro- 
tests from individuals, ratepayers, asso- 
ciations, and one urban district coun- 
cil have been received in my depart- 
ment. 


Gourock Railway Accident 


Mr. Robert Gibson (Greenock— 
Lab.), on June 14, asked the Minister 
of Transport whether he had any state- 
ment to make regarding the accident 
which occurred at Gourock on the 
night of June 12. 

Captain Euan Wallace (Minister of 
Transport): The 6 p.m. passenger train 
from Gourock to Glasgow wrongly 
entered a siding shortly after leaving 
Gourock station and collided with a 
buffer stop. I regret to say that four 
passengers were injured, but I am glad 
to be able to add that in no case were 
the injuries more than slight. 

Mr. Gibson: Will the Minister keep 
in mind that this is the third accident 
that has happened at that spot during 
the last eighteen months, and will he 
make sure that rigorous steps are taken 
to make this place safe before the 
opening of the holiday season next 
month? 

Captain Wallace: The railway com- 
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pany has promised to furnish me with 
full particulars, and I will keep in mind 
what the hon. member has said. 


Downham Market Accident 

Mr. S. H. Maxwell (Norfolk, King’s 
Lynn.—U.), on June 14, asked the 
Minister of Transport whether he had 
any statement to make concerning the 
committee of inquiry into the recent 
railway accident near Downham Mar- 
ket, near Norfolk. 

Captain Wallace: An inquiry into 
this accident has been held by the Chief 
Inspecting Officer of Railways. I hope 
to receive his report at an early date 
and it will be published in due course. 


Parliamentary Notes 


Southern Railway Bill 

The Southern Railway Bill was read 
a second time in the House of Lords 
on June 8. 


London Transport Bill 

The London Passenger Transport 
Board Bill was read the third time and 
passed in the House of Commons on 
June 13. It was read a first time in 
the House of Lords the same day. 








RAILWAY AND OTHER MEETINGS 
Antofagasta (Chili) & Bolivia Railway Co. Ltd. 


[he annual general meeting of the 
\ntofagasta (Chili) & Bolivia Railway 
o. Ltd. was held at Winchester 
House, Old Broad Street, E.C., on 
june 18, Mr. A. W. Bolden, Chairman 
nd Managing Director of the com- 
iny, presiding. 

The Secretary (Mr. C. Cowley) read 
the notice convening the meeting and 
the auditors’ report. 

The Chairman, in moving. the 
idoption of the report and accounts, 
iid that before proceeding to the 
usiness of the meeting he must refer 
o the most disastrous earthquake 
which happened in January last in the 


outh of Chile and which brought 
ibout such a great loss of life and 


vholesale destruction of property. On 
behalf of their company, and_ to 
issociate it with the world-wide 
ympathy, a message of condolence 
was sent to President Aguirre Corda, 
ind to give some practical assistance 
the company contributed the sum of 
100,000 pesos towards the fund which 
was organised in the country towards 
the relief of the sufferers. 

The Chairman said that the results 
of the year could be described only 
is disappointing, and the board re- 
gretted being able to pay only 14 per 
cent. off the arrears of the cumulative 
preference stock, which left them in 
the position that as at June 30 next 
those arrears would amount to 19? per 
cent., or nearly four years. The re- 
sults were additionally disappointing 
because taken all round there was not 
a great deal less work done on the rail- 





way, there being reductions of only 7 
per cent. in net ton-kilometres and 4 
per cent. in gross ton-kilometres. 
Apart from the loss of revenue owing to 
the smaller traffics on the Chilean sec- 
tion, the decrease in gross receipts was 
materially caused by the lower value 
expressed in sterling of the Bolivian 
currency. For the whole of 1937 the 
bolivianos rate was 80 to the £, or a 
value of 3d., and all their currency 
takings were converted into sterling at 
that rate of exchange. For 1938 from 
January to May the rate was 100 to 
the £, a value of 2-4d., and for the 
remaining months of the year it was 
140 to the £, or say 1:7d. Averaging 
out those rates over the whole of 1938 
gave a value for the boliviano of 2d. 


or say two-thirds of its value for 
1937. 


After mentioning increased operating 
expenses on account of new wage rates, 
the Chairman summed up the financial 
results by saying that gross receipts 
were £750,874 against £884,153; work- 
ing expenses £558,834 against 
£570,696; and net receipts £192,040 
against £313,457. An important 
question was that of the 44 per cent. 
and 5 per cent. debenture stocks, fall- 
ing due for repayment on January 1, 
1940. The 4} per cent. stock was for 
a total of £1,000,000, repayable at 105 
per cent., and the 5 per cent. stock 
total was £1,500,000, repayable at 110 
per cent., so that the gross amount of 
cash involved was £2,700,000.. The 
board had sought to formulate some 
acceptable scheme to retain those 





stocks in whole or in part in capital 
account, and a ruling of the courts had 
been sought. This was to the effect 
that the company would reissue the 
debenture stocks in question only with 
the same priorities and the same date 
of maturity; in other words, they could 
keep these stocks alive but they would 
be repayable on demand. That would 
not be a desirable solution for many 
reasons, and unless some other way 
could be found, which in turn must 
depend to a great extent on the general 
financial and political outlook, they 
would be faced with the necessity for 
repayment, and the board was taking 
steps to prepare as far as possible for 
that eventuality. 
The report 
adopted. 


and accounts were 








Forthcoming Events 


June 17 (Sat.).—Permanent Way Institution 
(Manchester-Liverpool), at Manchester Ship 
Canal Company, Trafford Road, Salford, 
2.45 p.m. Excursion on Ship Canal to 
Barton Aqueduct. 

June 30 (Fri.).—East Indian Railway Officers, 
at Trocadero Restaurant, Piccadilly Circus, 


London, W.1, 6.30 for 7 p.m. Annual 
Dinner. 
July 1-6.—Permanent Way Institution, at 


Hull. Summer Convention. 

July 4+ (Tues.).—Institution of Electrical Engi- 
neers, at Natural History Museum, South 
Kensington, London, $S.W.7. Annual Con- 
versazione. 

July 6-8.—Institution of Civil Engineers, at 
3irmingham. Summer Meeting. 

July 8 (Sat.).—Stephenson Locomotive Society 
(Midlands-Northern). Visit to Industrial 
Railways, County Durham. 

Aug. 19 (Sat.).—Stephenson Locomotive Society 
(London), 10 a.m. Visit to Crewe Works, 
L.M.S.R. 

Aug. 26 (Sat.).—Institutions of Civil and Mech- 
anical Engineers. Visit to United States 
and Canada. 
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NOTES AND NEWS 


Interim Railway Dividends.—The 
dates on which announcements as to 
interim dividends are likely to be made 
by the following railway companies 
are London Midland & Scottish, July 
27 ; Southern, July 27 ; Great Western, 
July 28; London & North Eastern, 
July ‘ 





Women Ticket Collectors in Ger- 
many.—tThe recruitment of women to 
ease the labour shortage in Germany 
continues. The Berlin newspaper B.-Z. 
am Mittag announced on June 12 that 
women ticket collectors had already 
made their appearance on the Reichs 
bahn. 

Wilson Station, Prague.— An agita 
tion in the German press that the main 
railway station of Prague should cease 
to be named after President Wilson, 
is now being supported by members 
of the National Solidarity Front, the 
sole Czech political party, states a 
Reuters message from Prague. It is 
also suggested that the monument 
to President Wilson which — stands 
in front of the station should’ be 
removed 


Blackpool Central Station.—Dur- 
ing the past few days a small advertise- 
ment has been inserted in The Times 
stating that the L.M.S.R. is preparing 
plans for the reconstruction of the 
Central station, Blackpool, on a new 
site facing the south side of Chapel 
Street, and is prepared to consider 
applications from persons who would 
be interested in the development (on a 
long building lease) of the space over 
the new station concourse, &c., the 
area of which is approximately 59,500 
sq. {t., having a length of about 488 ft., 
with a depth of about 150 ft., which 
could perhaps be increased. It Is 
possible that in a suitable development 
scheme arrangements might be made for 
road access to the site at the roof level 
of. the concourse \pplications and 
inquiries should be addressed to the 
Estates Manager, L.M.S.R., Euston 
station, London, N.W.1. 


Northern Ireland Traffics.— Pas- 
sengers (excluding season-ticket holders) 
carried on railways wholly in Northern 
Ireland in the first quarter of 1939 
numbered 763,046, compared with 
791,567 in the first quarter of 1938, 
and total passenger receipts fell from 
£43,971 to £42,728. Merchandise and 
minerals conveyed in the first quarter 
of 1939 were 125,922 tons, a decrease 
of 10,092 tons in comparison with the 
first quarter of 1938; the number of 
livestock fell from 50,172 to 49,714, 
and the total goods traffic receipts 
from £50,576 to £46,914. On railways 
partly in Northern Ireland, the ordinary 
passengers in the first quarter of 1939 
were 934,250, against 931,495 in the 
first quarter of 1938, and the total 
passenger receipts of £83,051 were 
£1,210 higher. Merchandise and mineral 
tons increased from 216,191 to 275,412, 


and the number of livestock from 
161,228 to 179,176. Total receipts 
from goods traffic in the first quarter 
of 1939 were £166,304, against £148,463 
for the first quarter of 1938. 

London Fare Increase Deputation. 

Yesterday (Thursday) Captain Euan 
Wallace, the Minister of Transport, 
received a deputation protesting against 
the increases in rail fares in Greater 
London. In consenting to receive the 
deputation the Minister pointed out 
that he had no jurisdiction in the 
matter of rail fares. Mr. A. H. Page, 
Secretary of the Surrey Ratepayers’ 
\ssociation, acted as Secretary to the 
deputation, which was led by Mr. W. J. 
Brown, the Civil Servants’ leader. 


Lord Ashfield Returns to Duty. 
Lord Ashfield was entertained at lunch 
at the Savoy Hotel on Monday last, 
June 12, by a group of Fleet Street 
friends whose purpose was to con- 
gratulate him on his restoration to 
health and return to work after a pro- 
longed illness. Lord Ashfield said that 
the press was largely responsible for the 
great changes in London transport 
during the past 30 years by reason of 
the support it had consistently given 
to all projects for the improvement of 
the vital circulation system of London. 
Among those present were Lord Beaver- 
brook, Lord Southwood, Mr. J. C. 
\kerman, Mr. Esmond Harmsworth, 
Mr. C. S. Kent, Brigadier E. I’. Lawson, 
and Sir Walter Layton. 


Argentine Railway Earnings. 
The gross earnings of the privately- 
owned Argentine railways for the first 
eight months (July-February) of the 
financial year 1938-39, amounted to 
260,228,000 pesos m/n., a decrease of 
13,669,000 pesos, or 5 per cent., com- 
pared with the corresponding period of 
the preceding financial year. The 
receipts of the British-owned railways, 
included in the above figures, were 
234,546,000 pesos, or 12,391,000 pesos, 
less (5 per cent.). The decrease in 
the aggregate figures was partly in goods 
traffic, which was 9,836,000 pesos, or 
5-5 per cent., lower, and partly in 
passenger receipts, which had declined 
by 2,572,000 pesos, or 4-3 per cent. 
Goods tonnage had decreased by 7 per 
cent., but passenger journeys showeda 
3-2 per cent. increase. 


Fish Transport by Road.—tThe 
Northern Traffic Commissioners, sitting 
at Newcastle on June 2, granted appli- 
cations for renewal of licences for 5 years 
by 22 North Shields carriers engaged in 
transporting fish by road from Tyneside 
to Billingsgate. The applications were 
opposed by the London & North 
Eastern Railway Company in a lengthy 
hearing in February and March. The 
Chairman, in announcing the decision of 
the commissioners, said that the weight 
of the evidence tendered by the appli- 
cants forced him to the conclusion that 
notwithstanding the suitability and 
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adequacy of the railway facilities, it 

in the interests of the public requiri: 
transport facilities that the alternat; 
form of transport should be permit 

to continue. Regarding the question 
speeds over the 286-mile journey, 
Chairman said that vehicles conditi: 
by a maximum speed of 20 miles an |} 
could not in normal circumstance 

used legally for this fish traffic, and 
came to his knowledge that they 

been so used he would not hesitaté 
cause legal proceedings to be instit 

against the owners. 


Collision at Campanillas.—In 
early hours of May 23a collision occur 
near Campanillas, the first station 
side Malaga, in which seven persons | 
their lives and forty were injured, ma 
seriously. Two of the dead passenge: 
were Spanish prisoners released .« 
ticket-of-leave from the concentrati 
camp at Torremolinos. The tra 
involved in the collision were the Mala 
to Seville and the “ omnibus ”’ train fro 
Cordoba, and the line where the accidei 
occurred is a single track. It is n 
known why one train was allowed + 
leave the station before the oth 
arrived, but the Judge of Instructiv 
has ordered the detention of the drive 
of the Cordoba train. 


C.P.R. Royal Engine for World’s 
Fair.—It is now announced that Cana 
dian Pacific Railway locomotive 2850 
which at Vancouver completed het 
record-making run of more than 3,000 
miles across the Dominion as power fo1 
the royal train, will soon go on to New 
York to be exhibited at the World's 
Fair. Before being sent to New York 
the engine will be checked thoroughly 
at Montreal by C.P.R. engineers who 
look on the record run of 3,000 miles 
without change of locomotive—a feat 
never before accomplished on the North 
American Continent—from the scien- 
tific rather than the spectacular side 
This examination is expected to increase 
the company’s knowledge of motive 
power. It will join its C.N.R. sister 
royal train engine at the fair (see 
page 960 in our issue of June 9). 


Institution of Civil Engineers, 
Railway Engineering Section.—The 
council has approved of the formation of 
the Institution of Civil Engineers 
Railway Engineering Section, which 
will include within its scope all matters 
appertaining to the study of railway 
engineering relating to planning, con- 
struction, maintenance and _ research, 
and including structures, rolling stock 
and equipment, and the matters akin 
thereto. All corporate members, asso- 
ciates and students of the institution 
will be eligible to support the section 
and to register their names for the pur- 
pose of receiving all notices, advance 
summaries of papers, and other relevant 
matter. The activities of the section 
will normally include the holding of 
one ordinary meeting of the institution, 
presided over by the President, to be 
devoted each session to a paper selected 
by the Section Committee ; the holding 
of such number of sectional meetings as 





XUM 
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iv be determined by the Section 
mmittee ; the arranging of a summer 
1utumn meeting, if thought desirable, 
which papers can be read and dis- 
ssed and visits to works organised. 

inaugural meeting of the section 
| be held at the institution early in 
tober, and all members who have 
istered will be advised of the date. 

extra subscription is required of 
embers joining. 


L.N.E.R. ‘* School ”’ 


Another 
ocomotive. L.N.E.R. locomotive 
4831 of the 2-6-2 ‘‘ Green Arrow 
ss was named Durham School at 
et station, Durham, yesterday, 
ne 15. The naming ceremony was 
rformed by C. G. Ferguson, the head 
y of the school. Sir William Gray, 
lirector of the L.N.E.R., Mr. C. M. 
nkin Jones, Divisional General Mana- 
r, and other railway officers, together 
th the Rev. H. K. Luce, Headmaster, 
d the Very Reverend The Dean of 
turham (Chairman of the Governors) 
ere present. By permission of Lt.- 
lonel E. A. Leybourne, T.D., the 
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Light Infantry (T.A.) 
gramme of music, and 
School song was sung. 
engine nameplate was 
headmaster, and the head boy drove 
the engine out of the station. The 
locomotive was available for inspection 
by the public during the afternoon. 


played a pro- 

the Durham 
A copy of the 
presented to the 


Entre Rios Railways Co. Ltd.— 
At meetings of the debenture holders of 
this company held on June 9, resolutions 
approving the extension of the debenture 
interest moratorium were carried by 
large majorities. Sir Follett Holt, who 
presided, said that in the past two years 
the company had been able to liquidate 
3} years’ arrears on the 4 per cent. 
debenture Given fair crops in 
the coming season it should be possible 
in the next financial year to make 
further payments on account of arrears 
on the 4 per cent. debenture stock, and 
thus bring nearer the turn of the 5 per 
cent. debentures and subsequently that 
of the 5 per cent. consolidated debenture 
stock. No proposal of any kind had 
been made to the board as to the pur- 


stock 











ind of the 8th Battalion, Durham chase of the railway by the State. 
British and Irish Traffic R 
ritish an ris rathe heturns 
Totals for 23rd Week lotals to Date 
GREAT BRITAIN 
1939 1938 Inc. or Dec 1939 1938 Inc. or Dec 
L..M.S.R. (6,830} mls. f { f f { f 
issenger-train traffic.. 523,000 589,000 66,000 10,220,000 10,343,000 123,000 
Merchandise, &c. 514,000 377,000 137,000 10,606,000 10,820,000 214,000 
Coal and coke 234,000 163,000 71,000 6,360,000 6,131,000 229 000 
,oods-train tratti 748,000 540,000 208,000 16,966,000 16,951,000 15,000 
otal receipts 1,271,000 1,129,000 142,000 27,186,000 27,294. 000 108,000 
L.N.E.R. (6,320 mils 
vassenger-train traffic... 344,000 390,000 46,000 6,658,000 6,710,000 52,000 
Merchandise, &« 337,000 262,000 75,000 7,326,000 7,644,000 318,000 
Coal and coke 258,000 180,000 78,000 5,921,000 5,752,000 169,000 

(,oods-train traffic 595,000 $42 000 153,000 | 13,247,000 13,396,000 149.000 

rotal receipts 939,000 832,000 107,000 | 19,905,000 | 20,106,000 201,000 
G.W.R. (3,737} mls. 

Passenger-train trafth« 225.000 233,000 8,000 4,314,000 4,309,000 | 5,000 
Merchandise, &c. 217,000 142,000 75,000 4,516,000 4.399.000 |-+ 117,000 
Coal and coke 109,000 71,000 38,000 2,617,000 2,582,000 35,000 

Goods-train tra ffi 326,000 213,000 113,000 7,133,000 6,981,000 152,000 

Total receipts 551,000 446,000 105,000 11,447,000 11,290,000 | 4 157,000 

S.R. (2,142 mls. 

Passenger-train traffic... 343,000 375,000 32,000 | 6,713,000 6,679,000 34,000 
Merchandise, &c. 61,500 51,500 10,000 | 1,369,000 1,393,500 | 24,500 
Coal and coke 25,500 19,500 | 6,000 | 756,000 728,500 | 27,500 

Goods-train traffic 87,000 | 71,000 16,000 | 2,125,000 2,122,000 {4 3,000 

otal receipts 430,000 446,000 16,000 8,838,000 } 8,801,000 } 37,000 

| , 

Liverpool Overhead | 1,587 | 1,535 | | 52 | 31,926 | 30,863 | 4 1,063 
6} mls. 

Mersey (44 mls. ia 4.615 4,567 |+ 48 | 103,681 100,881 | 2.800 

*London Passenger 
lransport Board 591,700 609,300 17,600 | 28,566,000 | 28,227,900 338,100 

| 
‘ . - | 
IRELAND | | | | 
Belfast & C.D. pass. 3,302 2,524 | 778 | $5,139 $3,428 | 1,711 
(80 mls.) } 
goods 384 412 28 | 9,780 | 9,915 | 135 
total 3,686 2.936 750. | 54,919 | 53,343 | 1,576 
| | | 

; a | - : Sea : eee 

Great Northern pass. 11,500 | 12,050 550 } 209 450 203,450 6,000 
(543 mls.) 

ms goods 9,200 8,400 800 230,550 199,600 }4 30,950 
total 20,700 20,450 250 440,000 403,050 |4 36,950 
| 

Great Southern pass. 39,565 | 38,739 826 710,491 703,890 4 6,601 
(2,076 mls.) H 

goods | 36,748 32,498 4,250 928 646 910,586 18,060 
total | 76,313 71,237 5,076 1,639,137 1,614,476 24,661 


* 50th Week (before pooling) 


Whitsun Monday, 1938 
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British and Irish Railway 
Stocks and Shares 


ba | Yo 
Stocks ho Bo 
G.W.R. 
Cons. Ord. woe} 651g | 2534 
5% Con. Prefce..... 11834 | 74 
5% Red. Pref.(1950) 11134 | 90 
4% Deb. ... eosf tee 9712 
43% Deb.... 112535 LOO1, 
44% Deb.... 11812 104 
§% Deb. ... 13112 |119 
24% Deb.... ---| 6934 | 60 
5% Rt. Charge .../129 114 
5% Cons. Guar. ....12812 103 
L.M.S.R. 
Ord. wae .--| SOlg 11 
4% Prefce. (1923) 7014 | 23 
4% Prefce. | 821g | 4334 
5% Red. Pref.(1955) 10312 | 66 
4% Deb. ... -- 10513;6 85 
5% Red.Deb.(1952), 11414 105 


* ex dividend 


4°, Guar. . 10234 7712 
L.N.E.R. 
5% Pref. Ord. 8916 312 
Def. Ord.... wee) 4716 2116 
4% First Prefce. 681, | 21 
4% Second Prefce.| 2714 8 
5% Red. Pref.(1955) 97 4014 
4% First Guar. 9712 | 6614 
4% Second Guar. | 9144 52 
I % DED. x20 7914 60 
4% Deb. ... --/1041g | 77 
5% Red.Deb.(1947)/1105g | 97 
44° Sinking Fund 10846101 
Red. Deb. 
SOUTHERN 
Pref. Ord. 87 477 
Def. Ord. 2154 91 
5% Pref. ... oof 118 83 
5°% Red. Pref.(1964) 11512 | 98 
5% Guar. Prefce. 12812 (106 
5% Red.Guar. Pref. 116 10910 
(1957) 
4%, Debd..-... - L091, 95 
3% Deb. ... «(129 117 
4% Red. Deb. |107 10112 
1962-67 
Bevrast & C.D. 
Ord. 4 Blo 
FortTH BripGe 
4% Deb. «102 991g 
4% Guar. - L031, 9419 
G. NORTHERN 
(IRELAND) 
Ord. ees 519 2Qlo 
G. SOUTHERN 
(IRELAND) 
Ord. 5 2512 81p 
Prefce. 35 13 
Guar. 701g 301350 
Deb. 83 56 
LF 
44% “A” - 1195g |10712 
om A” --/ 130 117 
a TFA.” A 98 
5% gall a 11221336 105 
= 84 68 
MERSEY 
Ord. = we] 241g | 1619 
4% Perp. Deb. ....10273 | 9434 
3% Perp. Deb 77 69 
3% Perp. Prefce. | 661g | 57 


Prices 
June Ris 

14 ise / 

a Fall 
1939 
331, —3 
8912 —1 
95 —- 
98 2 

102 = 
10419 , 
11412 

60 

11212 ' 
10712 1 
145, ,—1l4 
40 4 
58 4 
8019 1 
8912* 3 
107, | 413, 
8412 —2 

454 |—lq4 

234 | —3, 
311g |—41, 
1215 lly 
S2!2 _— 
7319 |—3 
631g |_—4 
6415* 215 
86* | 
1031 — 
98* — 
711 31o 
17 | 
9715 2 
9912 ome 
(10 
10919 . 
95* 212 
114* 
1O1)¢* 

4 ee 
94lo —_ 
92 <= 

{ 

4 |+le 

8 ene 
1212) +12 
32 +3 
53 $434 

10812 

11642 — 
10215* — 
11219 — 
791, — 
23 —1 
91 _- 
6612 ay 
5412 — 
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CONTRACTS AND TENDERS 


Beyer-Garratts for Kenya and 
Uganda 

Beyer, Peacock & Co. Ltd. has re- 
ceived an order from the Crown Agents 
for the Colonies for a further six 4-8-4 + 
4-8-4 type Beyer-Garratt articulated 
locomotives for the Kenya & Uganda 
Railways and similar to those now in 
course of delivery by this firm to the 
same railway. 

The Bombay, Baroda & Central India 
Railway Administration has _ placed 
orders to the inspection of Messrs. 
Rendel, Palmer & Tritton with the Tem- 
pered Spring Co. Ltd. for 2,000 helical 
springs, and with John Spencer & Sons 
(1928) Ltd., for 2,000 helical springs 
and 12 volute springs. 

Howell & Co. Ltd. has received an 
order from the Buenos Ayres Western 
Railway for 4,000 steel boiler tubes. 


J. Spencer & Sons (1928) Ltd. has 
received an order from the Buenos 
Ayres Great Southern Railway for 110 
carriage and wagon axles and 70 loco- 
motive axles. 

The Glasgow Railway Engineering 
Co. Ltd. has received an order from the 
Gaekwar’s Baroda State Railway for 
70 pairs of carriage and wagon wheels 
and axles to be supplied to the inspection 
of Messrs. Rendel, Palmer & Tritton. 


The Vulcan Foundry Co. Ltd. has 
received an order from the North 
Western Railway of India for two 
locomotive boilers for I.R.S. “XA” 
and ‘‘ XAl1_”’ class locomotives. 


Thos. Firth & John Brown Limited 
has also received an order from the 
Bengal-Nagpur Railway for a quantity 
of tups and pallettes. 

Smith Bros. & Hill (Springs) Limited 
has received an order from the Madras 
and Southern Mahratta Railway for 
1,940 helical springs to be supplied to 
the inspection of Messrs. Rendel, Palmer 
& Tritton. 


Tubes Limited has received an order 
from the Buenos Ayres Great Southern 
Railway for 3,000 steel boiler tubes. 


The Associated Equipment Co. Ltd. 
has received a repeat order from Pick- 
fords Limited for a Mammoth Major 8 
goods vehicle. 


Ransomes & Rapier Limited has 
received an order from the L.N.E.R. for 
one standard type six-ton petrol-electric 
mobile crane for use in the Scottish 
area. 

George Turton, Platts & Co. Ltd. 
has received an order from the Buenos 
Ayres Great Southern Railway for 1,000 
spiral bogie bolster bearing springs. 

Stewarts and Lloyds Limited has 
received an order from the Buenos 
Ayres Western Railway for 550 super- 
heater flue tubes. 

Tenders are invited in London by the 
Stores Purchase Committee, Govern- 
ment of Mysore, through Messrs. Rendel, 
Palmer & Tritton, 55, Broadway, West- 





minster, S.W.1, for the supply of one 
five-ton electric overhead crane. Ten- 
ders are receivable by July 15. 


Tenders are invited by the Chief 
Controller of Stores, Indian Stores 
Department (Electrical Section), Simla, 
receivable by July 13, for the supply 
of electrodes required for the Eastern 
Bengal, East Indian and Great Indian 
Peninsula Railways. 


The Chief Controller of Stores, Indian 
Stores Department (Electrical Section), 
Simla, invites tenders receivable by 
August 3, for the supply in India on 
an annual rate contract during the 
period November 1, 1939-October 31, 
1940, of electric lamps, including train, 
locomotive, and general lighting. 


Dr. Mehmed Spaho, the Jugoslav 
Minister for Communications, has gone 
to Berlin with a staff of railway experts 
to make investigations before placing 
an order on behalf of his Government 
for railway engines and equipment, 
states the Belgrade correspondent of 
The Times, who adds: “ This order is 
valued at a little over £2,000,000. The 


plan is to purchase 125 locomotives and 
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rolling-stock this year. Dr. Spaho’s ; 
provides for spending 1,800,000. 
dinars (£7,000,000) during the next f. 
years on railway equipment. The ord 
which is about to be placed with G, 
man firms is included in a German cr: 
scheme for 200,000,000 Reichsmark 
about £12,000,000—for 10 years at 6 
cent. An Italian offer for a 500,000. 
lire credit (about £4,600,000) fox 
electrification of the Sushak-Sr! 
Moravitze railway line, 58 miles 
and the drainage of the Morava val 
has also been accepted by the Ju 
slav Government. Another credit 
150,000,000 lire (about £1,300,000 
railway equipment is being discuss« 


Mr. Frank E. Parr has been elex 
a director of the Blaenavon Co. Li 
which company is shortly putting i: 
operation a new solid wheel and a; 
plant. Mr. Parr will, at the same tin 
maintain his long association with 
Barrow Hematite Steel Co. Ltd. 


It is understood that part of the n 
solid wheel and axle plant of the Blac 
avon Co. Ltd., Monmouthshire, w 
begin operations shortly. The plant 
of the most modern type, and provisi: 
for the additional steel required h. 
been made by the erection of ty 
Siemens-Martin furnaces. 








RAILWAY AND OTHER REPORTS 


French Railways Company of the 
Province of Santa Fe.—The River 
Plate Trust Loan & Agency Co. Ltd. 
is prepared to receive the half-yearly 
coupon of the 3 per cent. mortgage 
obligations for £629,000, which is due 
on July 1. The coupons must be left 
three clear days for examination. 


Quicktho (1928) Limited.—After 
providing £700 for taxation and depre- 
ciation, the net profit for the year 
ended January 31, 1939, was £193, 
against {£3,974 for 1937-38. Adding 
£1,360 brought forward makes a total of 
£1,553, which is to be carried forward. 
For the previous year the dividend was 
44 per cent. During the year £1,000 was 
transferred from general reserve in reduc- 
tion of the debt owing from Quicktho 
(France) Limited. 


Ribble Motor Services Limited. 
For the year ended March 31, 1939, 
this company, which is controlled 
jointly by the L.M.S.R. Company and 
Tilling & British Automobile Traction 
Limited, secured a total revenue of 
£1,656,050, against £1,544,923 for the 
previous year. After deducting all 
expenses, including £192,000 (against 
£194,000), there remains a_ balance 
of £136,242 (£142,115) which, added to 
£40,592 brought forward, makes a 
total of £176,834, against £173,592. 
Of this amount £13,000 is absorbed by 
the preference dividend. The dividend 
of 10 per cent. on the ordinary shares 
takes {£120,000 (against {£80,000 for 
the previous year) leaving £43,834 to 
be carried forward. The authorised 
and issued capital was increased during 


the year to £1,400,000 by the creatio1 
and allotment of 400,000 ordinary shares 
of £1 each. Investments in London 
Coastal-Coaches Limited and Omnibus 
Stations Limited have been increased 
The company has acquired the road 
passenger businesses of H. Sharrock, 
T. H. Harvey, and J. Edmondson and, 
jointly with other operators with whom 
it has working arrangements, the road 
passenger business of Arthur Christy 
(Bolton) Limited, F. Snaylam, and Hy 
Tennant & Company. 


Keith Blackman Limited .— For the 
year ended March 31, 1939, the balance 
of manufacturing and trading account 
was £147,357. Adding transfer fees, 
income from investments, &c., makes 
a total of £147,818. Net profit, after 
deductions for general expenses, direc 
tors’ fees, and depreciation, amounted to 
£32,528, compared with £55,158 for 


the previous year. Adding £31,991 
brought forward makes a total of 
£64,519. The preference dividend 


absorbs £7,931, and from the balance 
of £56,588 available the directors recom- 
mend payment of a dividend on the 
ordinary shares at the rate of 15 per 
cent., less tax, leaving £29,400 to be 
carried forward. There was a good deal 
of unavoidable dislocation in production 
during the past financial year arising 
out of the removal of the plant and 
personnel, which reflected itself in the 
year’s profit. The new works and 
offices are now in full occupation. An 
additional 11,597 preference shares of 
£1 each were subscribed for and allotted 
in full in October last, bringing the 
total now issued up to 150,000. 











June 16, 1939 THE RAILWAY GAZETTE 1003 


LEGAL AND OFFICIAL NOTICES 


the Court of the Railway Rates Tribunal. particulars of which are set out in the Notices of Objection to any of the said 
fic A 1933 — Ly ae been lodged with the Sopieasens must be filed on or before 30th 
i 4 Railway Rates Tribunal. une, 1939. 
Road and Rail Tra me Ae, The Procedure to be followed in regard to A copy of each Application can be obtained 
the inspection of the said Applications and from Mr. G. Cole Deacon, Secretary, Rates and 
Agreed Charges the filing of Notices of Objections is that Charges Committee, Fielden House, Great Col- 
- published in the London Gazette of 28th July, lege Street, Westminster, London, 8.W.1, price 
TOTICE IS HEREBY GIVEN that 1936. é ls. post fre 
N Applications for the a... of Agreed Printed copies of the Procedure can be L. C. JACKSON, 
harges under the provisions of Section 37 of obtained from the Railway Rates Tribunal, Deputy Registrar. 
he Road and Rail Traffic Act, 1933, short Bush House, Aldwych, London, W.C.2 7th June, 1939. 


nber of Number of 
A ppli- Name of Trader and General Description of Traftic Appli- Name of Trader and General Description of Traffic 
cation. 














O39 
316 HOLTON, Brookley Road, Brockenhurst, Hants ; Cattle. et: BRITISH VINEGARS LIMITED, Caron Place, 37, South Lambeth 
317 HOODS Limit fED, Edmund Street, Birmingham; General Stores Koad, London, 8.W.8 ; Vinegar, ete. 
Wares, etc. (Applicable ane to traffic consigned by seven Associated or Subsidiary 
1s SMITH, ROGERS &«& CO. LTD., Ebley, Stroud (Glos.) Bacon, ete . Companies 
x10 WARREN & REYNOLDS L IMI PED, 115-121, Tooley Street, London. No, 302 J. ee GRAY is S LIMITED, Sheffield ; Furniture, General Stores Wares, 
S.E.1; Groceries, Preserves, Provisions, ete. ‘ 
20 CANDY & CO. LTD., Heathfield, Newton Abbot, 8. Devon; Fireclay No, 353 K ELLET Yr, WOODMAN & CO. LTD., 44, Union Street, Bradford, 
Ware, etc. : Yorks ; Textiles. 
s21 rHE DISTRIBUTERS AND TRANSPORTERS LIMITED, Unilever No. 304 SCROGGILE BROS., 4, North Road, London, N.7 ; Groceries, Preserves 
House, Blackfriars, London, E.C.4; Glycerine ex Port Sunlight and of and Provisions, ete. 
Warrington No, 390 PAYLOR, LAW & CO. LTD., Tala Works, Adams Street, Birmingham, 
(. tpl: cable to traffic consigned by 14 Associated or Subsidiary Companies.) , 7; Tinware and Hardware. 
22 J VE — D & SON LTD., 81 & 83, Eastern Road, Brighton, 7 No. 356 JAMES WATKINSON & SONS LTD., Washpit Mills, Holmfirth, nr. 
sean ete ae Huddersfield : Woollens and Worsted Cloth. 
323 PULLMAN SPRING-FILLED CO. LTD., North Circular Road No. 30% DARLEY MILLS CO. LTD., Darley House, West Street, Leeds, 1 ; 
London, N.W.2; Cotton Waste, ete. Cloth, ete. 
x24 JAMES C. LAKE & CO., Northburgh Street. Clerkenwell, London, (Applicable also to traffic consigned by two Associated or Subsidiary 
E.C.1 ; Paper, ete. a Companies.) 
S25 JOHNSON BROS. (DYERS) LTD., Bootle Dye Works, Liverpool No. 358 THE GREAT UNIVERSAL STORES LIMITED, Devonshire Street, 
Dyed and Cleaned Goods, et« Ardwick, Manchester ; Clothing, etc. (ex Worcester). 
(Applicable to traffic cons gned by two Associated or Subsidiary Companies = (Applicable to traffic consigned by one Associated or Subsidiary C ompany.) 
326 SWEARS & WELLS LIMITED, Britannia House, 16/17, Old Bailey No, 359 LOL opie ARRIS (GLASGOW) LIMITED, Broadloan Scottish Indus- 
London, E.C.4; Furs, Gowns and Mantles. - trial Estate, Hillington, nr. Glasgow ; Ladies’ Outwear. 
( Applicable ties to traffic consigned by three Associated or Subs diary No, 360 J. MANDLEBERG & CO. LTD., Albion Works, Pendleton, Salford, 6: 
Companies Cloths, ete. 
327 VITACRE AM LIMITED, 48, Mark Lane, London, E.C.3 Butter (Applicable also to traffic consigned by two Associated or Subsidiary 
Flavour, etc : Companies.) 
\ 2d WASDELL LIMITED, Holdford Road Works, Witton, Birmingham, 6 No. 361 M. VE ee R & SONS LTD., Southampton Street, Reading ; Cooked 
Motor Car and Motor Cycle Wings, etc. oe Meats, e 
gz) HOWARD FORD & CO. LTD., Russell Buildings, School Lane No, 362 KE LLE 'T: “WOODMAN « CO. LTD., 44, Union Street, Bradford, 
Liverpool ; Hosiery : Yorks ; Textiles. 
30 RICH AK D RICHMOND LIMITED, Caddaw Avenue, Hucknall No. 363 tHE KETTERING CLOTHING MANUFACTURING CO-OPERA- 
Hosier i riVE SOCLETY LIMITED, Dryden Street, Kettering ; Clothing. 
No, 351 HARVE y, BROWN & CO. LTD., Rexoleum Works, Alperton, Wem- No, 364 H. SAMUEL LIMITED, Hunters Road Works, Hockley, Birmingham 
bley : Floor Covering, Wooden Rollers, etc. naa 19; Chinaware, etc. 
332 USK VALE PRODUCTS LIMITED, Ross Road Abergavenny No. JOHN BARRKAN & SONS LTD., Chorley Lane, Leeds ; Clothing. 
Confectionery, et No. FLEMING REID & CO. LTD., Greenock ; Artificial Silk Goods, ete. 
JOHN HARTLEY & SONS LTD., Gillroyd Mills, Morley Woollen No : roma R: AL FOOD CO. LTD., 210, 212, 214, Cambridge Road, 
Cloth. aie ondon, k Allinson Flour,”’ ete 
\ 34 THE W oa rON BAG CO. LTD., Midsomer Norton, Somerset Paper No. 368 THE GREAT U NIVERSAL STORES LIMITED, Devonshire Street, 
Jags. e Ardwick, Manchester ; Clothing, etc. (ex Brighouse and Leeds). 
N 5365 SYDNE v ‘BROCKLEHURST LIMITED, Bond Street, Hinckley ; (Applicable also to traffie consigned by one Associated or Subsidiary 
Hosie = Company.) 
7 CAR BIC yim LED, 51, Holborn Viaduct, London, E.C.t; Carbide of No, Sh BRINTONS LIMITED, Kidderminster ; Carpets and Rugs. 
Calcium. No, 370 “ vere S LIMITED, 8 to 14, King Street, West Smithfield, London 
No. 3338 GIBBARD & CO. LTD., 57 to 59, Stroud Green Road, London, N.4 : - 1.C.1 ; Cooked Meats, ete. 
Confectionery No, 371 A( ‘HLL LE SERRE LIMITED, Blackhorse Lane, Walthamstow, 
N 3M NATIONAL CASH REGISTER CO. LTD., 206-216, Marylebone Road, London, £.17 ; Dyed and Cleaned Goods, etc. 
London, N.W.1: Cash Registers, etc. - ; ;' (Applicable also to traffie consigned by two Associated or Subsidiary 
No, 340 NORTH BUCKS DIRECT TRADING CO. LTD., Broad Street =e Companies.) 
Northampton ; Furniture , — No, 372 war ik naps ay LIMITED, Priestley Mills, Pudsey, nr. 
(Applicable also to traffic consigned by two Associated or Subsidiary vn eeds ; Woollen Goods. 
{arr x.) No. 373 HARRIS & CO. nas Sag hy geo why LTD., Bryanston House, 
No, 341 PINKSTONE LIMITED, Lower Park Bow, Bristol; Veterinary we Lomond Grove, London, S.E akes. 
Medicines, ete. No. 374 MACPHERSON, TRAIN & CO. L T D. Adelaide House, London Bridge, 
‘ i422 SIMONS BROS. (LONDON) LTD., 14, Chapel Street, London, E.C.2 — London, E.C.4 ; Tinned Fruits, ete. 
Clocks, Fancy Goods, etc. No, 375 THE STANDARDIZED FOOD PRODUCTS CO. LTD., Albert Works, 
No. 343 WM. YOUNGER & CO. LTD., Abbey & Holyrood Breweries, Edin- Chatsworth Road, Stratford, London, E.15; Confectionery, Pre- 
burgh, 8; Returned Empty Casks. : . serves, etc. 
No. 344 JOSEPH BELLAMY & SONS LTD., 12, East Parade, Leeds; Con- Ne. 376 MAT: THE {WwW HAR {VEY & CO. LTD., Glebeland Works, Walsall, Staffs ; 
fectionery. oa eather Goods, Glassware, etc. 
NO, 345 JOSEPH BOSTOCK LIMITED, 2, Barton Street, Beeston, Notts ; No. 377 JAMES JACKSON & CO. LTD., London Works, Rotherham; Hard- 
Preserves. etc ae _ware, etc, 
No. 346 CHESEBROUGH MANUFACTURING COMPANY (CONSOLL- No, 378 THE METHY LATING CO. LTD., Kinnaird House, Pall Mall East. 
DATED). Victoria Road, Willesden, London, N.W.10; Druggists = ondon, 8.W.1; Methylated Spirit. 
Sundries, ee. : No. 379 JOHN NOBLE LIMITED, Brook Street, Manchester, 1 ; Clothing, et« 
NO. 347 HANOVIA LIMITED, Bath Road, Cippenham, Slough; Electric (Applicable also to traffic consigned by one Associated or Subsidiary 
Lamps. p Company. 
NO. 343 F. KEAY & CO. LTD., 57, Church Street, Birmingham ; Paper, et« No. 3380 aes AS WITTER & CO. LTD., 86, York Way, King’s Cross, London 
No. 349 NOTTINGHAM MANUFACTURING CO. LTD., Moor Lane, Lough- 1; Linoleum. 
borough : Hosiery No, 331 ORCHARD PRODUCTS (WISBECH) LIMITED, Lloyd’s Bank 
No. 350 JAMES POTTS & SON LTD., Old Hill, Staffs ; Spades, Shovels, etc Chambers, Wisbech, Cambs ; ** Apella.”’ 
a acinar : ae ee ee Universal Directory of Railway Officials 
. * . 
and Railway Year Book 
OFFICIAL NOTICES y Forthcoming Meetings 
erent > (ONES Ey HPSS June 16 (Fvi.)—British Electric Traction 
‘FICIAL ADVERTISEMENTS intended for — . ; ‘ : ‘ . rs 
( Fr : Al ADVI : ecg ; asters This unique publication gives the names of Co. Ltd. (Annual), Winchester House, 
insertion on this page should be sent in all the principal railway officers throughout id B 4 Sten E.C.2 at 11.30: 
as early in the week as possible. The latest the world, together with essential particulars Old Broad Street, E.C.2, at 11.30 a.m. 
time for receiving official advertisements for Such” enue ent a be i acngge 
. 9 P é Ste é é é a = ‘ - — 
this page for the current week’s issue is noon railways is also concisely presented. June 21 (Wed.)—Great Western of Brazil 
on Thursday. All advertisements should be eee - Railway Co. Ltd. (Ordinary General), 
- vibe k ‘ 27 Mel : rice /- net. % i A age 
addressed to :- The Railway Gazette, 33, Tothill 4 River Plate House, South Place, E.C., 
Street, Westminster, London, S8.W.1. THE DIRECTORY PUBLISHING CO., LTD. at 2 p.m. 
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Developments in international political attractive. The deferred stock was frac- more active fixed interest-bearing 
ifiairs have dominated the stock and tionally lower at 16%, while the 5 per naturally tend to move fairly cl 
hare markets, and lower prices have cent. preference was 98}. The railway’s L.N.E.R. first preference was 321 an 
ruled in all sections of the Stock Ex traffics during the next few weeks and second preference 12}, while th: 
change Selling was not heavy, but busi- those of London Transport will be fol- guaranteed went back to 74} an 
ness was at an extremely low ebb, and lowed closely in view of the increased second guaranteed to 64}. The 4 
very little demand was in evidence. In fares now in operation. London Trans- cent. debentures were 87 and tly 
view of the surrounding trend of markets port “‘C”’ was fairly steady at 80, cent. debentures 65. No doubt, he 
it is hardly surprising that railway securi although it is still pointed out in many guaranteed and _ preference stock 
ties moved against holders and that home quarters of the market that, bearing in rally strongly in price when mark 
railway stocks were unresponsive to th mind all factors, this stock would appear ditions become reasonably active 
excellent traffic returns for the past week to be somewhat over-valued in relation to many cases it would seem that the 
The outlook for the home railways con Southern preferred, which seems reason- prices ruling this week have result 
tinues to be viewed as very promising In ably assured of its full 5 per cent. divi- from the absence of demand that 
most quarters because of the belief that dend in respect of the current year actual selling pressure. 
improvement in internal trade condition Great Western ordinary fluctuated and Absence of demand also continu 
likely to be accelerated so long as ther has declined sharply on balance to 34, influence the stocks of the leading A: 
is no falling off in armament and allicd while the 5 per cent. preference was 905. tine railways. B.A. Gt. Southern 5 
work, which not, of course, expected in L.M.S.R issues reflected — the general cent. preference was 26 ind the 6 
the mmediate future Morcover, it market trend, despite the excellent traffics cent. preference was no better th 
generally assumed that the half-vearly for the past week which exceeded while Central Argentine 4} per cent 
tatements of the main line railway will general expectations The ordinary was ference was 243 and the 6 per cent 
how that net revenues compare favour moderately lower at 143, while the 4 pet ference 28 The debentures wer 
bly with those for the first half of 1988 cent. preference was 584, the 1923 prefer- affected by the general market 
hen the economie effected wet prol ence 41, the 4 per cent. guaranteed 85, Following their recent improvement 
iblv on smaller scale. nd the 4 per cent debenture 91 Paulo and Leopoldina issues wer 
Southern preferred was lower at 71, a Debentures and other prior charge seccuri in sympathy with the tendency 
ecline of several points on the week. and ties were, of course, affected by the trend Brazilian securities. Canadian P 
the yield offered would now seem very in Government stocks, with which the shares and prc ference stock rcac’e] 
. > om ' , ‘ ‘ ee - 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Keturns 
e 
Traff for Week o Aggregate Traffics to Date Prices 
Miles ‘ = Shares 
vi per tit tr ) ~ Totals te 
1938-39 Pn tal : ; . a . Increase o1 Stock 4) 
npared 
1 , ‘ ecrease = 
1 swith 19388 | S$ This Year | Last Year | Det 8 - 
f f f { 
4 834 116.39 10.560 380 23 304.290 389,490 _ 85.200 Ord. Stk. 14 714 
| Ar 753 10.6.39 12,363 5002 _] 490,152 461,364 + 28,788 p 61g 2 
1A — -- —_ — — A. Deb. 82 75 5 
I ar 174 May 1939 $950 1,500 21 20 300 19,050 + 1,250 8 7 ‘ 
| Brazi “e is -- - — — - _ 10 4 6 S 
| n Avres Pacifi 2 801 10.6.39 88,151 + 8,498 hh 4,426,120 4,404,101 22.019 6lo 3l4 4lo 
| Buer Ayres Central 199 27.5.39 12,900 $15,300 48 $4,799,400 | $5,451,700 — $652,300 ‘ 15lg 8 14 
| Buenos Ayres Gt. Southert 5.082 10 6.39 19.355 - 7,692 50 7,132.5°8 7,ALO1N9 = 277,541 Ord. Stk 17546 8lo 9 
Buenos Avres Western 1,930 10.6.39 43,797 + 7,507 50 2,319,665 2,246,650 73,015 234 5 7 
| Central Argentine 3.700 10.6.39 31,405 9 + 29,832 30 5,953,715 5,937,380 16,335 ; 1314 534 8 
2 | D , : = - = — ~ _ Dfd 6 219 3ly 
. | Cent. Uruguay of M. Video 972 36 39 1) 003 — 1,171 49 909 S61 906,895 + 29356 Ord. Stk 11g 1 
& | Cordoba ¢ tral R 1,218 — = see _ — - Ord. Inc 34 
= Bb a Rica 188 | April 1939 20.534 — 7,054 44 260.925 | — 39.712 Stk. 2219, 231 s 
> 70 May 1939 14.500 —_ 3,800 2 36,800 79.200 —- 12.400 1 Mt. Db 1 104 1031e6 N 
. a 810 10.6.39 18,691 3,201 50 782.403 714,389 + €8,014 Ord. Stl 3lg 5 
o | t f Brazil 1,092 10.6.39 5,600 + 400 23 217,600 168 800 + 800 Ord. St 1/ i. 
Y | ( Amer 794 April 1939 $534,509 + $10,645 17 + 868 - oe <i — 
2 | Mexico ‘ ~ — - - — Ist Pref 6d 6d. lo |} 
Caraca 223 May 1939 6.940 + 1,035 25 635 4 3,005 Stk 8 61p 7)o 
1,918 10 6.39 15,107 2,149 422, + 9,028 Ord. Stk 4 1 134 N 
7 183 7.6.39 $314,800 $41,100 $6,967,700 $309,500 l4 lig le \ 
I 11 319 April 1939 6,786 3,078 96.167 _ 6.571 7 1 lo ) 
386 31.5.39 2.609 | — 1,392 73026 — 21,747 | Ord. SI 52/9 1916 15g 
tral 274 3.6.39 $3,541,000 — $1,838,000 $158.932,000 —$7,629.000 Pr. Li. Stk 60 5519 471 
poration 1,059 Mav 1939 55,431 - 13,107 879,402 — 153 321 ref 534 135 2 
100 36.39 ¢17.250 + 42,950 49 ¢1,003,189 4956,795 + 446,394 Pr. Li. Db 23 20 N 
1534 $6.39 33.734 3001 22 679,472 712,488 ae 33.016 Ord. St 64 28 2715 71 
160 M 1939 » 020 200 «48 31,245 33.805 _ 5,560 Ord. S 13; lo 1 10 
Havana . 1,353 1).6.39 17.91 ‘a €98 0 1,166,946 1,221,248 _ 54,302 Ord. Stk 33 lo 1 N 
y Northern .. 73 April 1939 715 - 291 44 9,813 9,484 + 329 Deb. Sth 2 1 2 3 
Nationa 13,762 7.6.39 695,675 68,128 22 15,194,078 14,439,012 755,076 = ’ os = : 
v 1adian Northern — _ — _ — _ — 4p.c Perp. D 72 60 68lo§ 5 
8 Grand Trunk — — — -- — _ _ —- 4p.c. Gar 104 90 97 lo { 
S$ | Canadian Pacifi 17,171 7.6.39 $78,400 22,400 © 22 10,769,200 10,684,600 84,600 | Ord. Stk 87:6 414 43; 
Assam Bengal 1,329 0.5.39 33,570 | — 1,335 7 181,350 184,391 3,041 Ord. St 811, 70 72'9 | 41 
| Barsi Light .. es 202 20.5.39 3,172 _ 6E0 7 16,268 21.495 -_ 5,227 Ord. S 601 541, 50lo 518 
| Bengal & North Western 2,112 31.5.39 95,010 | — 3,023 ) 501,399 557.746 | — 56,347 Ord. St 311 278 262 778 
“a Bengal Dooars & Extensior 161 31.5.39 3.043 — 767 iS) 16.357 20,973 — 4,616 89 83 8615 7 
= J Bengal-Nagpur ; 3,272 315.39 244,800 | 4 9,044 ) 1,377,000 282892 4 94,108 9519 90 901g 47 
| Bombay la&Cl.India 3,085 31.5.39 88,675 — $.200 9 1,614,000 1,669,275 — 55,275 112736 | 95 10719 59 
| Madras & uthern Mahratta 2,967 20.5.39 183,150 11,954 7 898.050 840,898 4 57,152 3 108 97 1031 714 
Rohilkund & Kumaon 57 315.39 18,531 | — 1,897 9 98.942 116,448 — 17,505 308 285 267 6 
| South Indi 2,5313 205.39 117 508 : 5.885 7 578 569 589,179 — 10,610 104 101 9710§ | 51 
ntal 04 Mar., 1939 76.658 _ 8,175 26 476.574 528.588 -_ 52.014 _— = — — 
Delta 623 4.719 | — 110 rs 25.103 25,901 — 798 Prf. Sh 7 5/6 lo Ni 
Uganda : 1,625 231,378 = 35,217 17 1,014,313 1,091.480 _ 77,167 -- —_ — _ 
5 oN ; : . sais note = = a ns B. Deb. 49 4 41 89 
- f W. Australia 277 April 1939 12 911 - 3,674 44 151,664 147,589 +. 4,075 Inc. Deb 93%4 89 90128 47 
3 | 1900 294.39 32 057 4.207 5 135,161 133.854 = 1.693 aes am — nies 
~ | Rhodesia 2.4423 | Mar., 1939 335,532 | — 74,962 23 2.173.950 2,512,028 — 338,078 - os = aa (ee 
| Sout! 13,284 20 5 39 603,475 | 4 1.539 8 $,554,237 4,299,938 +4 254.299 was ‘ea iia a 
Vic 4,774 Mar., 1939 851.479 = 57,608 39 7,069,208 7,350,144 a 280 936 = ois ans p™. ee 
Note.—Yields are based on the approximate current prices and are within a fraction of lyg 
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